


~ The Traffic World 


An independent national journal of transportation; a working tool for traffic men 


Rail —Water — Motor Vehicle—Air— Material Handling and Distribution 





Volume XLVIII 








B99 B 90 ee Bor Ber Ger Gor Ger Sor Sor Sor Gor Gor Gor Ge: 


Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

A special fee for the use of the highway by motor 
vehicle common carriers as a place of doing business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. The differential between rail 
and inland waterway rates, if one is found to be justified, 
should be fixed on the basis of a scientific study of the 
comparative cost of rail and water transport. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. In other words—equal- 
ize the burden of regulation in the interest of fair com- 
petition and the proper maintenance of rai] transport. 
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SHIPPERS AND RAILROADS 


T will be a cause of surprise to most people, no doubt, 
that the National Industrial Traffic League, through 
its executive committee, has decided to take no action 
with respect to the application of the railroads for a 
general freight rate advance of 15 per cent. 
for this decision is, of 
opinion; yet the fact remains that, with the railroads, 
as a whole, asking for a general increase, based on the 
need for greater revenue, the shippers, as a whole, as 
represented by their national organization, make no 
reply and take no position, leaving to individual members 
to do as they choose with respect to approving or fight- 
ing the proposed increase. 
It is easy to understand why the League executive 
committee could not agree on a position for or against 
the increase. Some individuals on the committee, no 


The reason 


course, obvious—a division of 
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doubt, were willing to concede the need of the carriers 
and give their approval to measures of relief. Others, 
perhaps more narrow or possibly only more difficult to 
convince, were not so willing or were absolutely opposed 
to the petition of the railroads. And yet it would seem 
that this national organization, to which the public 
looks for the view of the shippers, as a whole, and which 
assumes to represent the shippers’ point of view in 
national questions, might have agreed on something that 
would be helpful and that would, at the same time 
preserve the position the League seeks to hold and that 
it is supposed to hold. 

Whatever the League had done would not have bound 
members individually—indeed, the League is 
meticulous in pointing out that any action it may take 
as the result of a majority vote does not deprive indi- 
vidual members of their right to think and act otherwise. 
And it is not necessary that the League or anyone else, 


always 


at this stage of the proceeding should take a position 
either for or against the application of the railroads. 
Indeed, it is passing strange that so many individuals 
and organizations feel free to announce themselves in 
favor of the application or against it, when they know 
so little about it. Any of them would be horrified if the 
Interstate Commerce Commission were to decide the 
matter so peremptorily, without hearing and argument, 
yet they do not hesitate themselves to tell the Commis- 
sion just what should be done, though they have held 
no hearings and listened to no argument. Their an- 
nouncements of their positions, as a rule, merely repre- 
sent their own selfish views as to what should be done 
or, at best, a more or less half-baked economical con- 
clusion. 

So we say that not only is it easy to understand 
why the Traffic League could not agree on a position 
for or against, but it ought not to take such a position, 
and it is to be commended for not doing so. It is not to 
be commended, however, for saying nothing, and its 
silence will not increase its influence. There are many 
things it could have said, basing its failure to say more 
on its comparative ignorance, as yet, of all the circum- 
stances in the case, but expressing itself as willing to 
aid the Commission in reaching an expeditious decision 
and voicing the hope that the matter would be considered 
from all angles to the end that justice might be served. 
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This Year—Vacation in Historyland! 


FINEST ACCOMMODATIONS—NO EXTRAS 


Transportation, meals, berths, baggage transfer, 
boat trips, motor coaches, finest hotels included 
in this all-expense trip. Intelligent, courteous 
escorts arrange all details. No extra charges. 









Seven Wonderful Days 
in One Complete 


ALL-EXPENSE 
TOUR 


30-day stop-over privilege 


Scenes so quaint you’d never believe they 
exist in modern America. Experiences so 
new you imagine you’re on a foreign con- 
tinent. Monticello, Mount Vernon, Colo- 
nial towns as they existed during the 
American revolution—cosmopolitan Wash- 
ington where world history is being made 
every day—the majestic Potomac river— 
the Virginia seashore—all these are your 
heritage as an American. Enjoy them— 
in a vacation you'll never forget! 


UNUSUALLY LOW COST 


New tour leaves every Saturday, beginning 
June 6th. Write for complete details. 
This trip to Historyland combines all your 
ideas of what a vacation should be—at 
amazingly low cost. 


100 VIEWS OF TRIP ON REQUEST 


A beautiful book of photographs, includ- 
ing over 100 scenes of the trip, will be 
gladly sent to you—without charge or 
obligation. Simply fill in and mail the 
coupon. 


CHESAPEAKE end C)HIO 


In connection with 


Pere Marquette Nickel Plate 





= Mail Coupon for Free Book a 


GEO. COOMBS, A. G. P. A., Chesapeake & Ohio Railway 
Dept. T. W. 2, Union Central Bldg., Cincinriati, Ohio 


Please send me your book of over 100 views of Historyland, 
also details of All-Expense Tour. I plan to take my vacation 


about 
Name 


Street City 





dad thn ata 





July 4, 1931 





Almost anything it might say 
nounced position for or against 
nothing. 

The League has also, thus far, had nothing to say 
with respect to the so-called declaration of policy adopted 
by the railroads in New York last November, though it 
has long had a committee on the subject and the report 
of the committee has been up for consideration by the 
League’s executive committee. We understand that here, 
too, the reason for no action is failure to agree—and that 
is understandable also, though here, too, failure to take 
some sort of action does not contribute to the standing 
of an organization that assumes to speak and act for 
shippers in matters of national moment. 


without taking a pro- 
would be better than 





But there is a particular point involved here that 
may well enter into the League’s consideration and pos- 
sibly account, at least to some extent, for its failure to 
take action. That is the more or less current idea— 
to which, we are told, credit has been added by remarks 
made by some railroad men—that the declaration of 
policy does not exactly represent the thought of the 
railroads and did not when it was adopted—that it was 
put out as a sort of “feeler” to draw the fire of railroad 
opponents and develop public sentiment. 


We do not know whether or not that was the purpose 
of the declaration when it was adopted or whether, in 
view of developments since it was adopted, it is merely 
thought to be wise strategy to let that appear to have 
been the purpose; we don’t know anything about it, 
having ourselves accepted the declaration for what it 
purported to be. If it was adopted merely as a “feeler,” 
however, we do not think the idea was a good one. Cer- 
tainly, if that was the idea and the fact becomes evident, 
the kind of strategy used will not contribute much to 
confidence in what the railroads may have to say in the 
future—or in other things they have said in the past, 
for that matter. If that was not the idea, but it is 
merely thought well now, in view of developments and 
the changed views of some railroad executives, to let it 
appear to have been, then we think still less of the rail- 
road strategy. The straight course is always the best, 
in the long run. 

It should be borne in mind that we are not charging 
that the railroads have been guilty of any such perverted 
strategy. We are merely saying that that is the gossip 
or rumor, and that there seems to be some foundation 
for it. Though we are not in the councils of the ship- 
pers any more than we are in those of the railroads, we 
venture to suggest to them that they ought to say some- 
thing in reply to the railroads’ declaration of policy, and 
that, if they can show that the declaration was put out 
merely as a “feeler” or even that it is now so regarded 
by the railroads, whatever their original intention, a 
statement from them to the effect that it is not considered 
worthy of reply because it is not to be taken seriously, 
might not be amiss. Here, also, almost anything would 
be better than nothing by way of reply, if the National 
Industrial Traffic League is to be taken seriously as a 
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great organization of shippers representing its members 
in matters of general interest and importance. 


A TRANSPORTATION SURVEY 


T is a matter for congratulation that the Chamber of 

Commerce of the United States, as told elsewhere, 
is to make a survey of the transportation field through 
conferences of representatives of all interests with a 
view to solution of some of its problems. Of course, a 
good deal depends on the methods employed and the 
personnel of the conferences, but the idea is good and 
we hope it will be carried out. Nothing could more 
clarify the atmosphere, as we have many times said, 
than conferences participated in by all transportation 
interests, shippers, and disinterested economists. Even 
if no agreements were reached, a degree of public educa- 
tion would be achieved by the publicity resulting from 
such consideration—and it is, indeed, not impossible for 
agreement to be reached on some aspects of the trans- 
portation problems confronting the country. 

We would suggest to the Chamber that it endeavor 
to confine its study to principles rather than to compro- 
mise of conflicting views of those interested. Anything 
else, indeed, would be difficult, especially in view of 
changing conditions. For instance, there is a principle 
involved in equalization of regulation as between the 
railroads and the motor carriers. Formerly, all the 
railroads, so far as we know, insisted on this, though 
some, of course, being more vitally affected than others 
by motor competition, were more emphatic than the 
others about it and some, though agreeing in principle, 
were not constitutionally disposed to be much disturbed. 
But now the picture is changing. Many railroads have 
gone intensively into motor transportation. Of course, 
to the extent that they are in it and propose to increase 
their operations, they do not care to bring regulation 
on themselves. By the same token, many persons who 
formerly did not believe much in regulation of the com- 
petitors of the railroads, are for regulation of motor 
carriers now that the railroads are becoming motor 
carriers. 

But, though the picture is changing and views are 
changing with it, just as we predicted long ago, the 
principle remains the same. We can have a coordinated, 
sensibly regulated system of regulation only by recogni- 
tion of certain principles applied to all alike. 








SPEED IN THE RATE CASE 

HE Commission has acted expeditiously in setting 

the advanced rate case for hearing on July 15. How- 
ever, the great question is whether the Commission will 
exercise its power to make both sides get down to and 
hover around brass tacks all the time. Unless the Com- 
mission does that, it will have a record cluttered with 
cumulative testimony and there will be unnecessary 
delay in a matter that in the public interest requires 
prompt decision. The Commission has the power and we 
think it should use it, with vigor, to keep both sides at 
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work on the issues, frowning on redundancy and appeals 


to the gallery. 

The arrangement for resumption of cross examina- 
tion of the proponents for the advance and the beginning 
of testimony by protestants on the last day of August 
may be regarded as spelling delay. However, if both 
sides proceed in good faith and diligence, that appear- 
ance of delay will be shown to be deceptive. It is under- 
stood that the Commission is of the opinion that allow- 
ing a considerable period to intervene between the first 
and second hearings—assuming that the hearing that 
begins July 15 will end in about two and not more than 
three weeks—will tend more to speed up than to delay 
the case. In the weeks between the end of the first 
hearing and the resumed hearing, the protestants will 
have had an opportunity to study the material submitted 
by the advocates of an increase. They will be better 
prepared, if they are diligent and eschew dilatoriness, to 
ask questions on cross examination that will make clear 
the issues on which the Commission will have to act. 

We see no reason why, in the interest of all con- 
cerned, there should not be the greatest cooperation 
among railroads, shippers and others, and the Commis- 
sion, to obtain, within a relatively short period, a proper 
record on which the Commission can act. 


B. & 0. CONTROL OF ALTON 


The Trafic World Washington Bureau 


The proposal of the Baltimore & Ohio to acquire and 
operate the Alton as part of its system has been finally sub- 
mitted to the Commission in arguments made in Finance No. 
8657, application of the Alton Railroad Co. to acquire the Chicago 
& Alton and operate it; to assume certain obligations and con- 
tracts and to issue stock, and in Finance No. 8657, application 
of Baltimore & Ohio to acquire control of the Alton Railroad 
Co., by buying its capital stock. Arguments were made June 
29 by Luther M. Walter and Henry W. Anderson for the appli- 
cants; by Burnie McClain for three intervening short lines that 
had been allocated to the B. & O. in the Commission’s plan for 
the consolidation of railroads, and Jonathan C. Gibson for the 
stockholders’ protective committee. James Reed, former U. S. 
senator from Missouri was ill and unable to attend the argu- 
ment. 

Traffic, finances and values constituted the chief parts of 
Mr. Walter’s argument. He pointed out that the deficit of the 
road in the first four months of this year was $523,000 as com- 
pared with a deficit of $311,000 for the corresponding period of 
1930. 

Commissioners Lewis and Mahaffie asked many questions 
about the items in the account showing that it cost the Balti- 
more & Ohio about $700,000 as commissions, receivers’ expenses, 
counsel fees for banking houses and things of that sort to 
obtain control of the bonds it had acquired. Mr. Walter said 
that it made no difference to the purchaser whether he paid 
82 for the bonds delivered to him without being required to pay 
fees or 80 weighted with an obligation to pay the fees about 
which questions were being raised. 

“The only contention here is that we are paying less than 
the property is worth,” said he. “That is a novel contention 
here. There is no equity for the stockholders in this property. 
There is no evidence that the Alton has any value beyond the 
$122,000,000 of bonds and accrued interest or beyond the $75,- 
000,000 we are to pay for it. All the excessive capitalization 
you found in your investigation of the reorganization that took 
place in 1907 is being wiped out. 

“If Kuhn, Loeb & Co. have defaulted in any way, by agree- 
ment or in law there is forum in which that question may be 
tried out, but it is not here.” 

That declaration was in answer to contentions by the stock- 
holders’ protective committee that the banking firm had not 
performed its duty as agent for the Alton in some of the trans- 
actions. 

Mr. McClain brought forward the interests of the Kansas & 
Sidell, Casey & Kansas and the Yale Short Line, three pieces of 
the old C. I. & W., the rest of which has been acquired by the 
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Mr. Anderson made the point that approval of the B. & O. 
application represented the only available proposal for taking 
care of the Alton. There was no other railroad, he said, stand- 
ing ready to buy it, or that could buy it without first getting 
the Commission to change its consolidation plan. The stock- 
holders, he said, had never made any proposal for reorganizing 
the property and the only effect of a denial of the application 
would be to put the property back into receivership under a 
decree that had fixed the amount of the indebtedness, ahead 
of the stock, at $122,000,000. The time for an appeal from that 
decree, he said, had gone by and interest on the debt was 
accruing every day. 

The claim of the stockholders, Mr. Anderson said, that they 
had an equity in the property of approximately $50,000,000, was 
fantastic in view of the fact that a capitalization of the earnings 
of the most prosperous year at 6 per cent would give a com- 
mercial value of only $57,000,000 and that the trend of earnings 
was still downward, with no sign of a change. When Com- 
missioner Eastman asked if this claim was any more fantastic 
than those that had been allowed in some reorganizations, Mr. 
Anderson said no. 

“The reason there is nothing for the stockholders now,” 
he added, “is that this property was overcapitalized in the last 
reorganization. The stock which they represent is that which 
the Commission held (in its report on the Alton investigation) 
had made no contribution to the property. Should you do what 
they ask it would merely perpetuate the old condition. The 
B. & O. is proposing a conservative capitalization and to put 
the property, at last, on a sound financial basis. Its directors 
have said they would not pay over $75,000,000. If all the 
benefits of consolidation were to go to the stockholders, I should 
be sorry that I had ever been an advocate of railroad consolida- 
tion. I believe that some of the benefits should go to the 
public.” 

Mr. Gibson said that on account of the illness of Mr. Reed 
he had again to appear before the Commission in support of 
the interests of the stockholders. He urged the Commission 
to hold that the terms were not fair and reasonable. In sub- 
stance he said the other side denied the jurisdiction of the 
Commission to say that the consideration offered by the appli- 
cants was too small. It was his contention that the Commission 
had that power and cited the steps it took in the case of the 
Milwaukee reorganization to show that it had jurisdiction and 
had so held in that case. 

“Unless the Commission cares to recede from the position 
it then took,” said Mr. Gibson, “it must find that it has juris- 
diction over the question of the fairness and reasonableness of 
the consideration offered for the acquisition of this property.” 

Mr. Gibson reviewed the contentions made by the witnesses 
for the protesting stockholders as to the value of the property 
and some of the facts with regard to the negotiations looking 
to the acquisition of the property with the representatives of 
the B. & O. and the Alton out of which grew the suggestions 
that the bankers had not lived up to their fiduciary obligations, 
testimony as to which the Commission had ruled it would not 
receive when it was tendered at the hearing. He asked for a 
reopening of the case on that phase and also contended that the 
stockholders had an equity property that had a value $50,000,000 
greater than what the B. & O. proposed paying for it. 


NEW JERSEY TRAFFIC LEAGUE 

The New Jersey Industrial Traffic League at its meeting 
June 25 gave consideration to the petition of the railroads for 
a general increase in freight rates. Discussion developed that 
some members were sympathetic toward the plea of the rail- 
roads, but it was argued that many industries were similarly 
affected and that there seemed to be a need for more econom- 
ical management on the part of the railroads, as Well as an 
elimination of waste, such as, for instance, duplicate train 
services not warranted by the amount of traffic handled. It 
was pointed out that, in some instances, the railroads had 
earned sufficient revenues in prosperous years to offset some 
of the lean years, and that this was also particularly true of 
industries. A motion was finally adopted that the League go 
on record as opposing a general increase in freight rates until, 
first, proof of necessity from a revenue point of view has been 
demonstrated; second, there has been elimination of waste, or, 
in other words, proof of efficient and economical management; 
third, that the increase, if any, be equitably distributed over 
all traffic. 

Action was also taken favoring legislation for reciprocity 
privileges in connection with foreign states in the matter of 
motor truck license fees. 

The following new members were elected, making a total of 
36 since the beginning of the fiscal year last November: E. R. 
Kiesling, International Motor Co., Plainfield; W. H. Connell, 
Port Authority, New Yorrk; Alexander Markowitz, Kresge De- 
partment Store, Newark; Harry Casey, Johnson & Johnson, 
New Brunswick. Erie E. Ebert, president, presided. 
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Current Topics in 
Washington 





Dog day manifestations come early in 
general rate advance years. Before the Com- 
mission had received the answer of the rail- 
roads to its inquiry as to what they really 
were asking for, one of the stock market tipster services in 
New York sent out word to the country that the Commission 
would grant a 7.5 per cent advance. To make the story sound 
better, Tuesday of this week was the day specified for the doing. 
A tipster service that had not had such a thrilling thought felt 
obliged to and did deny the accuracy of the dream. 

However, it was possible, on the day that report came along 
to annoy one, to turn to what seemed a new thought in connec- 
tion with an advanced rate case. It came from the Cleveland 
Chamber of Commerce in the form of a public statement in 
favor of the 15 per cent increase. 

“Transportation, viewed as a commodity, is the only one 
universally used in connection with which the producers may 
set their prices in unison, without violation of the law,” said 
the foreword, signed by Randolph Hide, president of the cham- 
ber. 

Whether that was his thought or whether he got it from the 
transportation committee of the chamber of commerce, Mr. 
Hide’s language arrested the eyes of those who have been look- 
ing at the communications addressed to the Commission on the 
same subject covered by the Cleveland organization’s statement. 
The transportation committee, of which Hubert B. Fuller, who 
sometimes appears before the Commission, is chairman, put 
forth the same thought in a little different language. The 
thought and its setting follow: 


Falderal and’ 
a New Thought 


One of the most difficult problems in the present depression is 
the constantly declining level of prices. This lack of stability holds 
purchases to a minimum and a vicious circle is started which seems 
to have no end. Railroad transportation is the one place where an 
industry can legally unite to fit its prices to costs and, if an upward 
trend is started there, it is felt that the psychological effect will be 
sufficient to cause a general upturn. 


Farmers and fruit growers, by reason of an exception in 
the anti-trust laws, are exempt from charges of conspiracy when 
they combine to increase their takings from the public. But 
the making of such a combination of all farmers and fruit grow- 
ers would be impossible. That impossibility of making a com- 
bination to bring them all in before the millennium, therefore, 
as a practical matter leaves freight rates in about the position 
ascribed to them—the only agency for breaking the vicious 
circle of declining prices. 

Wire and mail communications 
from state commissions to the federal 
regulating body about the 15 per cent 
proposal of the railroads again have 
caused some to talk about the practice 
in the selection of state commissioners 
to sit and deliberate with the national body in the disposition 
of the question on its merits. The state commissioners chosen 
for cooperative duty do not vote with the national Commission. 
However, they sit in the conferences held by the latter when 
the Commission is trying to reach a conclusion. They express 
their views. 

It has been generally assumed that, as a matter of course, 
the state commissions would not choose, as one of the co- 
operating committee, a member of a state body that had gone 
on record on the merits of the question raised by the railroads. 
But, it has been suggested, state commissions that have taken 
positions should leave the question of the composition of the 
cooperating committee to the commissions that have not taken 
a position for or against the applicaiton of the railroads. 

No question has been raised, in discussions about the mat- 
ter, as to the participation in the selection of members of the 
committee of state railroads that have opposed summary action, 
as requested by the railroads. Objection to decision on less 
than what is usually regarded as a full hearing does not go 
to the merits of the question as to whether the railroads should 
or should not have an increase in rates. 

The communications from the state commissions, in the 
main, seem to have been about procedure. However, those from 
the Idaho, North Dakota, and Iowa commissions, for instance, 
look like conclusions on the merits of the main question. 


Practice in Selecting 
State Commissioners 
to Cooperate 
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“Any raise of rates on freight would result in matters going 
from bad to worse,” said the Idaho commission. 

“We assert that economic conditions are such that a general 
rate increase would be disastrous and would greatly prolong 
the present severe depression,” said Ben C. Larkin, head of the 
North Dakota commission. 

J. H. Henderson, commerce counsel of the Iowa commission, 
both wired and wrote. That body, he said, objected to and 
protested against the proposed increase. In his letter he said 
the proposed increases, so far as they applied to Iowa, would 
create unjust and burdensome rates on Iowa traffic. 


reorge Washington made one fourth 


George Washington of July speech, at Lancaster, Pa., in 
1791. That was while he was on one 


the Modest 
Public Servant 


of the trips such as he made to New 
England when he and John Hancock, 
then governor of Massachusetts, maneu- 
vered a bit to determine who should first call on the other. 
The governor of Massachusetts held an office much older than 


that of President of the United States. But finally Hancock 
did the calling. 
The Lancastrians, then having the largest interior city, 


followed the royal custom of addressing, as a corporation, the 
visiting ruler. Their address was five or six times as long as 
the answer George Washington made in his only fourth of 
July speech, which was addressed “to the corporation and the 
inhabitants of the borough of Lancaster.’”’ The speech, as copied 
and circulated by the George Washington Bicentennial Commis- 
sion, follows: 


xyentlemen, your congratulations on my arrival in Lancaster are 
received with pleasure, and the flattering expressions of your esteem 
are replied to with sincere regard. 

While I confess my gratitude for the distinguished estimation in 
which you are pleased to hold my public service, a sense of justice 
to my fellow citizens ascribes to other causes the peace and pros- 
perity of our highly favored country. Her freedom and happiness 
are founded in their patriotic exertions, and will, I trust, be trans- 
mitted to distant ages through the same medium of wisdom and 
virtue. With sincere wishes for your social, I offer an earnest prayer 
for your individual welfare. 


At 3 o’clock in the afternoon, according to the chroniclers 
of the day, the President and a large number of citizens “sat 
down to an elegant entertainment, provided for the occasion, 
in the court house.” Fifteen regular toasts were given, and 
“finally” President Washington gave the toast: “The governor 
and state of Pennsylvania.” Then he retired, when the com- 
pany arose and volunteered a toast: “The illustrious Presi- 
dent of the United States.” 

Wise men, those days, it might be remarked! They started 
at 3 o’clock in the afternoon to drink the fifteen regular toasts 
and the volunteer one. 





Every railroad man in the country 
has had it dinned into his head that he 
must be economical because unpleasant 
things are happening to the operating 
ratio and the red ink bottle is being used too freely. One of 
the veteran railroad men is Clyde Brown, general solicitor of 
the New York Central, generally understocd to be the author 
of the things the railroads have been sending to the Commis- 
sion about the 15 per cent case. Brown’s wildest dissipation 
on his own account, according to many of his friends, is to turn 
himself loose in a book shop where there are old and rare books. 
As a wastrel, seemingly, he is a rimless cipher. Being econom- 
ical seems natural for him. To show how little he is inclined 
to waste, consider this fact. 

With his own hand, on a piece of hotel stationery, he wrote 
the letter by which was transmitted the latest communication 
from the railroad executives to the Commission. 


Economy Blazoned 
Forth in Capitals 





Twenty-five years ago on June 30, 
President Roosevelt signed a bill passed 
by Congress which, in its time, has cre- 
ated many rows. It was what is pop- 
ularly called the pure food bill. It for- 
bids interstate transportation of foods 
and drugs containing deleterious substances or labels or brands 
carrying false or misleading declarations. In the early days 
whiskey was considered a food or a drug, hence the creation 
of the hotly debated question “What is whiskey?” 

The legislation was born in an age of exposure of unethical 
and demoralizing practices, according to W. G. Campbell, chief 
of the Federal Food and Drug Administration. It was not con- 
sidered wrong, in those days, to slip an acid into wine that 
would preserve it even if some of the chemists said that it 
might also be used as an embalming fluid. Putting a few bush- 
els of rotten tomatoes into tomato pulp may have been regarded 


Federal Food and 
Drugs Act Twenty- 
Five Years Old 
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as unethical by some, but not by all by any manner of means. 
Putting out headache tablets that came near being plain poison 
was not considered unbusinesslike by all. 

However, the general government got after such gentlemen, 
when its servants were not too busy fighting among themselves 
about their respective powers, prestige and dignities, so that 
in a relatively few years conditions were greatly changed. 

“The American public in general, I believe,” says Mr. Camp- 
bell in a birthday anniversary statement about the law, ‘“con- 
siders that its investment of approximately one cent per capita 
a year to pay for the enforcement of the food and drugs act is 
an excellent bargain.” 


It is just possible that Commission 
men—even some commissioners—will 
listen kindly to a suggestion that a 
man who knows French be engaged to 
refurbish some of the French they 
learned in their school days or to pro- 
vide a little of the language of diplomacy for those who forgot to 
do anything about it in their school days. 

About six weeks ago, while the International Chamber of 
Commerce was in session in this country, a party of French 
state railway men visited the offices of the Commission after 
they had looked over some of the railroad systems of this 
their elder sister republic. At the head of the party was Robert 
Le Besnerais, vice-president, traffic, Chemin du Fer du Nord, 
the northern railway of France, a government line. 

Herewith is a letter which has been received by Chairman 
Brainerd, signed Avary, le directeur de l’exploitation, addressed 
to Monsieur le President de l’Interstate Commerce Commission: 


French Teacher May 
Find Business for 
Himself at I. C. C. 


Nos Ingeniéurs qui viennent de se rendre en Amerique pour 
visiter les installations de Chemins de Fer et qui sont maintenant de 
retour m’ont rendu compte de l’almable accueil que yous avez bien 
voulu leur réserver. 

J’en suis profondément touché et en vous adressant le témoignage 
de ma vive gratitude, je vous prie d’agréer, Monsieur le Président, 
expression de ma considération la plus distinguée.—A, E. H. 


GRAIN DECISION SUSTAINED 


That the Commission was guilty of no error of law in its 
decision and orders in the Hoch-Smith grain case, Docket 17000, 
part 7, reducing grain rates in the western district and for 
export, and that the orders issued by the Commission were a 
valid exercise of its power are conclusions of the United States 
District Court, at Chicago, in No. 10479, Atchison, Topeka and 
Santa Fe et al. vs. United States of America and the Interstate 
Commerce Commission—the case brought by the railroads seek- 
ing an injunction restraining enforcement of the Commission’s 
order in the grain case. The evidence before the Commission 
and the findings of facts of the Commission were not open to 
question by the court, it was stated. 

A statement presenting the “findings of fact” and “conclu- 
sions of law” of the court were filed with the clerk of the court 
June 30. The statement was signed by United States Circuit 
Judge William M. Sparks and United States District Judge 
Charles E. Woodward, two of the three judges that heard the 
arguments in the case presented at Chicago May 6 and 7, at 
which time a temporary order giving a stay of sixty days from 
the effective date of the order, June 1, was granted. (See 
Traffic World, May 9, p. 1131.) 

“The court finds that the Commission did not misconstrue, 
misinterpret or misapply the law applicable to the subject- 
matter in the proceeding before it, particularly that it did not 
misconstrue, misapply or misinterpret the so-called Hoch-Smith 
resolution; further, that the Commission gave proper considera- 
tion to, and made proper interpretation of, all the applicable 
law, including section 15a (2), (3), of the Interstate commerce 
act,” says the statement. 

There was no contention on the part of the petitioners, 
says the court, that the rates prescribed by the Commission in 
the case are unreasonable or that they would not provide ade- 
quate remuneration for service rendered. The matters before 
the court were purely questions as to whether the Commission 
had properly interpreted and applied the law. 

It is presumed that, in the formal opinion to be rendered 
July 6, some notice will be taken of carrier arguments presented 
at the hearing that, in depriving the railroads in the Western 
District of approximately $20,000,000 annually, as estimated, 
the Commission violated the mandate of section 15a of the 
transportation act and that the decision directly flouted the 
decision of the Supreme Court in the so-called deciduous fruit 
case (Ann Arbor vs. U. S., 281 U. S.) Such matters were 
covered only by implication in the brief conclusions summarized 
in the statement issued. A reasonable inference, however, is 
that, as the court interprets the law, it does not hold the Com- 
mission directly responsible for what does or does not go into 
the carriers’ purse—or, more properly, that the matter of 
whether there is anything in that purse or not is neither here 
nor there, so far as this particular decision is concerned. 
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Under “findings of fact” the court summarized the outlines 
of the case, so far as the proceedings were concerned; the 
salient facts of the decision were quoted and paraphrased, and 
subsequent events bearing on issuance of the order, petitions of 
the carriers, and others, for modification, reopening, etc., were 
recited. 

That part of the statement concluded with the following: 


There is no allegation or claim made by the petitioners that the 
rates prescribed by the Commission’s order are unreasonable; neither 
is there allegation or claim that those rates will not fully compen- 
sate the carriers for the transportation service rendered; further, 
there is no allegation or claim that under the existing rates grain 
and grain products in the western district were not bearing more 
than their share of the traffic or transportation burden. 


There is no claim that there was no substantial evidence to 
justify and warrant the findings and orders of the Commission. 


The evidence adduced in the proceeding before the Commission is 


not before this court. 
Conclusions of Law 


The conclusions of law follow: 


1. The Commission had jurisdiction to initiate upon its own initia- 
tive these proceedings and to enter the order complained of. 

2. The order complained of was and is consistent with and sup- 
ported and justified by the findings contained in the Commission’s 
report. 

3. The findings of fact made by the Commission are conclusive 
upon the court, since no claim is made that these findings are un- 
supported by the evidence and especially since the record upon which 
the Commission made its findings was not introduced in evidence in 
this suit. 

4. The court finds that the Commission did not misconstrue, 

misinterpret or misapply the law applicable to the subject matter 
involved in the proceeding before it, particularly that it did not mis- 
construe, misapply or misinterpret the so-called Hoch-Smith reso- 
lution; further that the Commission gave proper consideration to, 
and made proper interpretation of, all the applicable law, including 
section l5a (2), (3) of the interstate commerce act. 
5. The court finds that there was no error of law or any irregu- 
larities in the proceedings before the Commission, or in the making 
of the findings and orders complained of; that the Commission did 
not exceed its power and authority therein; did not act arbitrarily 
or in disregard of any legal right of petitioners or others, parties to 
the proceedings. 

6. The court finds that there was no abuse of discretion by the 
Commission in the denial of the several motions for rehearing, re- 
argument, and/or modification of the Commission’s findings and 
orders. 

7. The court finds that the order was and is a valid exercise of 
its power and authority and that it should be confirmed. 

8. The court finds that the temporary restraining order should be 
dissolved, the application for temporary interlocutory injunction de- 
nied. 





CHAMBER OF COMMERCE ACTION 


The Trafic World Washington Bureau 


In a statement on current economic problems, the board of 
directors of the Chamber of Commerce of the United States 
which met June 25, had the following to say with respect to rail- 
road earnings: 

Public confidence in railroad and other securities should be 
strengthened by fair earnings on vast publicly-regulated investments. 
The Chamber’s membership has repeatedly declared that the rates 
charged for transportation should yield an adequate return on the 
fair value of the property used by the railroads for transportation. 

Transportation will be one of the major subjects that will 
be considered by the Chamber of Commerce of the United 
States in the coming year, according to a program of operations 
adopted by the board of directors of the chamber June 26. This 
decision to make a special study in the transportation field 
follows adoption by the chamber at the annual meeting recently 
of the resolution stating it was desirable for the chamber to 
enter upon an undertaking to bring together representatives 
of all interests for the purpose of obtaining a clear understand- 
ing which would promote the solution of transportation prob- 


lems. Details of arrangements contemplated by the chamber 
with respect to its transportation inquiry have not yet been 
announced. 


Silas H. Strawn, president of the chamber, in discussing 
the program, said the following with respect to transportation: 


The nation’s transportation problems present a question that de- 
mands major attention. During the year the chamber will make a 
thorough study of new transportation developments and changes with 
a view to putting forward proposals for better coordination of all 
of our transportation agencies in the public interest. It proposes to 
get first-hand information and suggestions from all branches of 
transportation and from the transportation using public. 

New and changing relationships between the carriers call for a 
reappraisal of the part that each of these agencies should play in the 
future development of our national transportation system, as well as 
for a re-examination of the type and extent of public regulation, in 
so far as regulation is needed to assure the most effective and most 
economical transportation service in the interest of both the shippers 
and the carriers. 

The forms that fovernmental regulation will take in the future 
will have a marked bearing on competitive conditions as between 
the several carriers. There is the question as to whether governmental 
participation in certain forms of transportation is on an equitable 
basis and whether governmental charges are fair, and if these factors 
in the long run are likely to prove uneconomic and undesirable from 
the standpoint of the public. 

The provisions of the transportation act will be reviewed by the 
chamber to determine if revisions are needed with respect to the 
rule of rate making, the recapture provisions, consolidation of rail 
lines. The question of taxation of carriers will be explored. 
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Decisions of Interstate Commerce Commission 





PEACH AND APPLE RATES 


Basing its order on a finding of unreasonableness, the Com- 
mission, by division 5, in No. 23153, Southern Traffic Associa- 
tion vs. Erie et al., three sub-numbers thereunder, Same vs. 
C. M. St. P. & P. et al., Same vs. A. G. S. et al., Same vs. A. C. 
L. et al.; No. 23348, Same vs. B. & O. et al., No. 23401, Same 
vs. A. B. & C. et al. and No. 24236, Same vs. C. & E. I. et al., 
has ordered a revision of the rates on peaches from generally 
northern to southern destinations. The new rates are to be 
effective not later than September 28. 

Rates on fruits and vegetables, except peaches and apples, 
carloads, from points in western and eastern trunk line and 
central territories to destinations in southern territory, were 
found not unreasonable or otherwise unlawful. 

Rates on peaches, from Longsdorf, Pa., and points in central 
territory to Birmingham, Ala., and destinations in Tennessee, 
and from Parrot, Gia., to Asheville, N. C., were found unreason- 
able to the extent they exceeded or might exceed 50 per cent 
of the first class rates under the K-2 scale from and to the 
same points prescribed in the southern class rate investigation. 
The condemnation of the rate on peaches from Parrot, Ga., to 
Asheville, N. C., is an exception to the characterization of the 
revision as being from points in the north to destinations in 
the south. 

Rates on apples from points in the Virginias and Maryland 
to Gadsden, Ala., and Chattanooga, Knoxville and Johnson City, 
Tenn., were found unreasonable to the extent they exceeded 
35 per cent of the first class rates under the K-2 scale. 

Complaints Nos. 23153 and the three sub-numbers and 24236 
were dismissed in so far as they related to the rates on vege- 
tables and disposed of as to apples and peaches in the manner 
hereinbefore indicated. Reparation was awarded on _ both 
peaches and apples. 


COTTON NET BAGS 


The Commission, by division 3, in I. and S. No. 3550, cotton 
net bags between points in southern classification territory and 
points in official and western classification territories, has found 
not justified, but without prejudice, the proposed increased rates 
on cotton net bags, any quantity, between points in the terri- 
tories mentioned. The suspended schedules have been ordered 
canceled and the proceedings discontinued, subject, however, 
to the right of the railroads to file new schedules in accordance 
with the views expressed in the report. 

The Commission said that as the bags considered were now 
accorded fourth class rates in southern territory and from 
that territory to Chicago, Ill., St. Louis, Mo., and points inter- 
mediate thereto, and as they were of about of the same value 
as other kinds of cotton bags, now accorded fourth class rates, 
it was its view that the fourth class basis would be proper for 
application on the bags in question. 

Cotton net bags, the report said, were used almost ex- 
clusively by laundries to segregate individual lots of iaundry, 
thus avoiding the necessity for marking each piece. The Com- 
mission said that practically all the movement was in less-than- 
carload quantities. Manufacturers of such bags and other cot- 
ton articles at various points in the south protested. 








ASPHALTIC ROAD MATERIALS 


The Commission, by division 2, in a report written by Com- 
missioner Aitchison, in No. 23094, Alabama Rock Asphalt Co., 
Inc., vs. A. & S. et al. and a sub-number, Uvalde Rock Asphalt 
Co. vs. A. G. S. et al., has prescribed a scale to be used in mak- 
ing rates on crushed, broken or ground limestone containing no 
more than 6 per cent of asphalt from Margerum and Cherokee, 
Ala., to destinations in the southwest; also on asphalt rock, 
natural or coated, with not to exceed 5 per cent of road oil, 
crushed or ground, and on stone, coated with not to exceed 5 
per cent of road oil, from points in Texas to destinations in the 
southwest. The new rates are to be effective not later than 
September 10. 

Rates on limestone of the sort mentioned, from the Alabama 
points, have been found applicable, not unduly prejudicial, but 
unreasonable to the extent they exceeded or may exceed the 
rates shown in the scale. The minimum was assailed, but the 
Commission found it not unreasonable or otherwise unlawful. 
Reparation was awarded to the title complainant. 

Rates on asphalt rock and stone coated with road oil, in 





straight or mixed carloads, from Cline and Blewett, Tex., to 
destinations in the southwest were found unreasonable for the 
future to the extent they might exceed rates made in accord- 
ance with the scale. The Commission found rates on commod- 
ities not coming within the description not unreasonable. It 
said that if the defendants desired they might establish the basis 
herein prescribed from Dabney and White Mines, Tex., and 
blanket the rates from Blewett, Cline, Dabney and White Mines, 
applying from all the quarries the lowest rate applicable under 
the scales prescribed from any one of them. The carload min- 
imum is to be on the basis of 90 per cent of marked capacity of 
the car. 

Texas intrastate rates, assailed in the title complaint, the 
Commission said, had not been shown to result in undue preju- 
dice to the complainant or unjust discrimination against inter- 
state commerce. 

The scale provides for both single and joint-line hauls. The 
single line scale begins with a rate of 70 cents a net ton for 
ten miles and under, becomes 105 cents at 50 miles; 130 cents 
at 100 miles; 155 cents at 150 miles; 180 cents at 200 miles; 
235 cents at 350 miles; 285 cents at 500 miles; 330 cents at 650 
miles and 380 cents at 800 miles. 

The joint line scale provides rates 20 cents a ton greater 
for each block up to 200 miles, then ten cents to 350 miles, and 
then five cents to the 470 mile block. From the 500 mile block 
on there is no difference in the rates. 


REPARATION ON BATHTUBS, ETC. 


A finding that complainants are entitled to reparation has 
been made by the Commission, division 5, in No. 21444, Stand- 
ard Sanitary Manufacturing Co. vs. A. & S. et al., and No. 21188, 
Crane Enamelware Co. vs. A. & S. et al. 

Rates charged on enameled-iron bathtubs, in mixed car- 
loads with other enameled-iron plumbers’ goods, moving from 
Louisville, Ky., to destination in Arkansas, Oklahoma, Texas 
and western Louisiana between July 13, 1928, and January 6, 
1930, were found inapplicable in so far as they were untreated 
by rule 10 of the western classification, and the applicable rates 
were those which would have resulted under the application of 
rule 10 of that classification. 

Rates on enameled-iron bathtubs, in carloads, or in mixed 
carloads with other enameled-iron plumbers’ goods, not includ- 
ing shower-bath stalls, urinal stalls, or water-closet seats, from 
Chattanooga, Tenn., to destinations in Arkansas, Oklahoma and 
Texas, and from Louisville to destinations in Arkansas, Okla- 
homa and Texas, and western Louisiana, were found unreason- 
able prior to July 14, 1928, to the extent that they exceeded the 
fourth-class rates established on that date, subject to the mini- 
mum weights applicable in connection with the rates charged; 
but the rates applicable on such shipments moving on and 
after July 14, 1928, were not unreasonable. 

Rates on shower-bath stalls, urinal stalls, and water-closet 
seats, in mixed carloads with enameled-iron bathtubs, or in 
mixed carloads with other articles embraced in the complaints 
and enameled-iron bathtubs, were not shown to have been unrea- 
sonable, according to the findings. 


PAPER STOCK ADJUSTMENT 


The Commission, by division 3, in I. and S. No. 3480, waste 
paper and related articles from, to, and between points in 
southern territory, has found justified a proposal by southern 
railroads to establish rates on the eleventh class basis, equal 
to 20 per cent of the first class rates, on waste paper and other 
articles constituting paper stock between points in southern 
territory and between points in southern territory on the one 
hand and points in Illinois and Indiana on the other. 

The Commission found not justified a proposal to make 
interterritorial rates, other than those to Indiana and Illinois, 
on the basis of 22.5 per cent of first class, the tenth class. 
Specifically the carriers proposed, as to interterritorial rates, 
to establish rates on the basis of 22.5 per cent of first class 
rates from Group 5 in Carolina territory and observe such rates 
as maxima at intermediate points in the first four numbered 
groups in Carolina territory as to interterritory rates while 
making the rates to points in the south on the basis of 20 
per cent. 

It was proposed to make an exception to the 22.5 per cent 
basis for interterritorial rates to Indiana and Illinois, the Com- 
mission said, for competitive reasons. In disposing of the inter- 
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territorial phase of the subject the Commission pointed to a 
number of cases in which it had considered rates on waste 
paper and other articles in the paper stock group as foundation 
for its finding of non-justification. 


COMMISSION REPORTS 


Road Making Implements 


No. 22889, Boardman Co, et al. vs. A. T. & S. F. et al. By 
the Commission. Upon reconsideration finding in former report, 
172 I. C. C. 49, that the rates on grading and road making imple- 
ments, Kansas City, Mo., Omaha, Neb., Minneapolis, Minn., 
Peoria and Aurora, Ill., Indianapolis and Cambridge City, Ind., 
and Sidney, Galion and Cleveland, O., to Guthrie and Oklahoma 
City, Okla., were unreasonable, reversed. New finding is that 
the rates were and are not unreasonable. Dismissed. Chairman 
— and Commissioners McManamy and Farrell noted a 

issent. 





Bituminous Coal 


No. 23562, Bluff City Lime & Stone Co. vs. Missouri-Illinois 
et al. By division 4. Dismissed. Rate, bituminous coal, Herrin 
and West Frankfort, Ill., to Mosher, Mo., not unreasonable. 


Crude Sulphur 

No. 23467, Meridian Fertilizer Factory vs. G. Cc. & S. F. 
et al. By division 3. Rate, crude sulphur, points in Texas to 
Meridian, Miss., not unreasonable. Rate, same commodity, same 
points of origin at Hattiesburg, Miss., prior to September 28, 
1930, unreasonable to the extent that it exceeded the combina- 
tion based on New Orleans, La. Rate in effect on and after that 
date not unreasonable. Reparation awarded. 


Water Gas Tar 


No. 23480, Crowley Tar Products Co. vs. L. V. et al. By divi- 
sion 4. Rate, water gas tar, Brooklyn, N. Y., to Toledo, O., 
unreasonable to the extent it exceeded 29.5 cents. Reparation 
awarded. 

Wooden Automobile Body Parts 

No. 23623, Seaman Body Corporation et al. vs. American 
Railway Express Co. et al. By division 4. Dismissed. Express 
rate, wooden automobile body parts, carloads, Pine Bluff, Ark., 
to Milwaukee, Wis., not unreasonable. 


Onions 
No. 24032, Fruit Service Co. vs. A. T. & S. F. et al. By 
division 5. Dismissed. Rate, carload of onions, in bags, Vro- 
man, Colo., to Duluth, Minn., not unreasonable. 


Citrus Fruits 


I. and S. No. 3558, citrus fruits from Texas to destinations 
in South Dakota and related points. By division 3. Proposed 
increased rates, citrus fruits, points in southern Texas to 
points to South Dakota, and Crawford, Neb., not justified. Sus- 
pended schedules ordered canceled and proceeding discontinued. 


Potatoes 


No. 21249, Williams and Haney et al. vs. A. & S. et al. By 
the Commission. Upon further hearing, Howard & Burnett and 
Eli Wilson & Co., added to list of complainants entitled to 
reparation on potatoes other than sweet, points in the Kaw Val- 
ley in Kansas to Oklahoma and Texas destinations based upon 
the findings of unreasonableness in the original report 161 
I. C. C. 568. Complaint dismissed as to other complainants. 
Original report modified as to description of northeast Texas 
group. 

Bowls and Tanks 


No. 24072, Fords Porcelain Works vs. L. V. et al. By division 
3. Charges and minimum weight, earthenware water closet 
bowls and tanks and wooden water closet seats, mixed carloads, 
Perth Amboy, N. J., to Dallas, Tex., via a rail-and-water-and-rail 
route, unreasonable for the future but not otherwise unlawful, 
to the extent they may exceed class A rates, minimum 30,000 
pounds, subject to Rule 34. 


Reparation, Potatoes, Etc. 


No. 17923, Boyle American Potatoe Co. et al. vs. A. T. & 
S. F. et al. By division 3. Upon further hearing amounts of 
reparation due on shipments, potatoes, cabbage, turnips and 
tomatoes, points in Kansas, Missouri, Oklahoma and Arkansas, 
to destinations in Oklahoma and Texas determined, as follows: 
Schenecker Produce Co., $692.63; Harlan-Elzey-Randall Co., 
$361.73; Weyl-Zuckerman & Co., $3,430.06; Boyle American 
Potato Co., $10,341.48; Texas Produce Co., $1,474.94; Jobbers 
Supply Co., $172.17; and A. Jackson & Co., $51.35. Commissioner 
Lee concurred in part and dissented in part. 


Rough Staves 
No. 19579, Travis Smith et al. vs. N. C. & St. L., and a sub- 
number, Paducah Cooperage Co. vs. same. By the Commission. 
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Upon rehearing, finding in former report, 144 I. C. C. 87, that 
rates, rough green sawed staves, Collins, South Pittsburgh, 
Sparta, De Rossett, Clifty, Dunlap, Pikeville, Laurelburg, and 
Rocky River, Tenn., to Paducah, were unreasonable reversed 
in so far as the finding referred to the future. Order prescrib- 
ing rates for the future vacated and set aside. 


Secondhand Barrels 


No. 21446, United States Graphite Co. vs. B. & O. et al., and 
No. 21823, Liberty Cooperage & Lumber Co. vs. N. Y. C. et al. 
By the Commission. Upon reconsideration, rates, old, empty, 
secondhand tight wooden barrels, Buffalo, N. Y., Cincinnati and 
Ivorydale, O., Columbus and Jeffersonville, Ind., Louisville, Ky., 
and Milwaukee, Wis., to Saginaw, Mich.; and Louisville, Glenns 
Creek, and Owensboro, Ky., to Rochester, Syracuse and Webster, 
N. Y., unreasonable for the future but not otherwise unlawful 
to the extent that, on or after the effective date of the new 
eastern class rates, they may exceed 45 per cent of the con- 
temporaneous first class rates, minimum 14,000 pounds, subject 
to Rule 34. Order requires the carriers to establish the new 
rates not later than September 22, 1931. 


Fresh Peaches 

No. 22847, George F. Spooner vs. C. N. O. & T. P. et al. By 
the Commission. Upon reconsideration, finding in former report, 
171 I. C. C. 259, that the rates on fresh peaches, Harriman, Sale 
Creek, and Bakewell, Tenn., to Boston, Mass., were inapplicable, 
affirmed. Finding that the applicable rates were not unreason- 
able, reversed. Applicable rates found to have been $1.47 from 
Harriman and $1.56 from Bakewell and Sale Creek. Applicable 
rates unreasonable to the extent they exceeded $1.245. Repara- 
tion of $658.92 awarded. Commissioner McManamy dissented 
and was joined in his expression of dissent by Commissioners 
Lee and Mahaffie. 

Terra Cotta 

No. 23074, Atlantic Terra Cotta Co. et al. vs. A. C. & Y. 
et al. By division 5. Report by Commissioner Farrell. Rates, 
terra cotta, Tottanville and Long Island City, N. Y., and Old 
Bridge, Perth Amboy, South Amboy, Rocky Hill, and Wood- 
bridge, N. J., to points in Central Freight Association territory, 
not shown to be or to have been unreasonable but unduly 
prejudicial to the complainants and unduly preferential of thei 
competitors at Chicago, IIl., Indianapolis, Ind., and St. Louis, 
Mo., to the extent that the percentage relation which such rates 
bear to the first class rates from and to the same points ex- 
ceeds or may exceed the percentage relation which the rates on 
terra cotta from Chicago, Indianapolis, and St. Louis, to points 
in Central Freight Association territory bear to the first class 
rates from and to the latter points. Reparation denied. New 
rates to be effective not later than October 1, 1931. 


Track at Sapulpa, Okla. 

No. 22881, Chamber of Commerce of Sapulpa, Okla., vs. S. L.- 
S. F. et al. By division 6. Public convenience and necessity 
found to require the construction and operation of a suitable 
track connection between the rails of the Oklahoma Union Rail- 
way and the St. Louis-San Francisco at Sapulpa, Okla., for the 
interchange of freight, expense of construction to be borne by 
the Oklahoma Union except the expense of the switch and turn- 
out at the connection with the Frisco which is to be borne by 
the latter. Order effective not later than September 1, 1931. 
Commissioner McManamy dissented, saying there seemed to be 
no public necessity whatever for the connection sought. 

Scrap Iron or Steel 

No. 23766, Dibert, Bancroft & Ross Co., Inc., vs. I. C. et al. 
By division 5. Rates, scrap iron or steel, Chicago, Ill., and 
Milwaukee, Wis., to New Orleans, La., unreasonable to the ex- 
tent they exceeded or may exceed 30.5 and 32.5 cents. Rep- 
aration awarded and new rates ordered, effective not later than 
September 28. 

Cottonseed-hull Fiber 


No. 23967, Hercules Powder Co. vs. A. T. & S. F. et al. By 
division 3. Rates, cottonseed-hull fiber, or shavings, Loving, 
N. M., Fort Smith, and Little Rock, Ark., and various points 
in Texas to Hopewell, Va., inapplicable in part. Commodity 
found to be hull fiber. Applicable rates, for transportation from 
St. Louis, Mo., and Louisville, Ky., found to have been those 
contemporaneously in effect on cottonseed-hull fiber. Repara- 
tion awarded. 

Coal 

No. 23502, Columbus Brick & Tile Co. vs. Alabama Central 
et al. By division 3. Dismissed. Rates, coal, mines in Ala- 
bama and Kentucky to Dixston, Fla., not unreasonable. 


Mine Timbers 


No. 23115, Egyptian Tie & Timber Co. vs. Missouri-Illinois 
et al. By division 5. Rates, mine timbers, points in Missouri 
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to destinations in Illinois, unreasonable to the extent they ex- 
ceeded or may exceed rates made under the scale prescribed 
in Palmer vs. M. P., 87 I. C. C. 622. New rates to be made 
effective not later than September 28. Reparation awarded. 


Gasoline 


No. 22584, Simms Oil Co. vs. C. & E. I. et al. By Commis- 
sion on rehearing. Findings in former report, 165 I. C. C. 231, 
that rate on tank-car load of gasoline, Smackover, Ark., to 
Marion, IIll., was not shown to have been or to be unreasonable 
but that shipment was misrouted, reversed. Reparation awarded 
on finding that shipment was not misrouted; that the rate as- 
sailed was unreasonable to extent it exceeded 36 cents plus 
switching charge of $12 at Marion. Commissioners Eastman 
and McManamy dissented. 


Fresh Peaches 


No. 22854, Grovier-Starr Produce Co. vs. A. V. I. et al. By 
division 5. On further consideration, finding in former report, 
172 I. C. C. 123, that applicable rates on fresh peaches, points 
in Texas to points in Kansas, were unreasonable, modified in 
part. Rate of 99 cents from Texas origins to Great Bend, Dodge 
City, Liberal, Larned, Scott City and Garden City was and is 
inapplicable, and applicable rate was and is 94 cents. Applica- 
ble rates assailed from Texas points not unreasonable in past 
but are and for future will be unreasonable to extent they ex- 
ceed or may exceed rates made 50 per cent of the correspond- 
ing first class rates, and that on and since August 16, 1928, 
assailed rates from Illinois points were and have been, and for 
the future will be unreasonable to extent they have exceeded 
or may exceed rates made 50 per cent of the concurrent first 
class rates from and to the same points. Commissioner Farrell, 
concurring in part, unable to concur in finding that applicable 
rates assailed from the Texas points were not unreasonable 
in the past. 

Wrought Iron Pipe 

No. 23207, Border Research Corporation vs. Orange & North- 
western et al. By division 4. Reparation of $311.75 awarded on 
finding rate, wrought iron pipe, Orange, Tex., to Charenton, La., 
not unduly prejudicial, but unreasonable to extent it exceeded 
42 cents. Commissioner Mahaffie dissented. 


Annatto Seed 


No. 23965, Marschall Dairy Laboratory vs. Erie et al. By 
division 5. Reparation of $924.04 awarded on finding third-class 
rate, annatto seed, New York, N. Y., to Madison, Wis., unrea- 
sonable to extent it exceeded fourth-class rate of 82.5 cents, 
minimum 30,000 pounds. Fourth-class rate assailed is and for 
future will be unreasonable to extent it exceeds or may exceed 
the contemporaneous fifth-class rate, minimum 36,000 pounds. 
Order for future effective on or before September 22. Commis- 
sioner Mahaffie dissented. 


Livestock 


No. 24075, Central Co-Operative Association vs. G. N. By 
division 5. Dismissed. Complaint alleging overcharges on live- 
stock, points in the Dakotas to South St. Paul, Minn., barred. 


LONG ISLAND ABANDONMENT 


In a supplemental report in Finance No. 7353, Long Island 
Railroad Co. abandonment, the Commission has entered an 
order that the certificate of public convenience and necessity 
issued to the Long Island Railroad Co. in this proceeding under 





date of April 10, 1930, shall take effect and be in force from. 


and after 120 days from June 17. By the certificate referred 
to the carrier was authorized to abandon a portion of its White- 
stone branch in Queens county, N. Y., on condition that, if it 
might lawfully do so, it should establish adequate bus service at 
all stations served on the Whitestone branch, except Bridge 
Street, Flushing, and establish truck service for less-than-car- 
load freight at College Point and Whitestone, such bus and truck 
service to continue in effect until such time as the area served 
shall have been afforded adequate service by other instru- 
mentalities. 

The effective date of the order had been postponed to permit 
arrangements to be made for the substitute service. On May 
13, 1931, said the report, the Long Island filed a petition asking 
to be relieved from the obligation of further efforts to obtain 
the cooperation of the transit commission and New York City 
and the obligation to furnish substitute service by bus, and 
asking that an effective date for the certificate be fixed, leaving 
substitute service to be furnished by the transit commission and 
the city either by the granting of bus franchises or by an 
extension of the Flushing Rapid Transit lines or both. City 
officials, according to the report, took no final action, and the 
applicant was advised that they would not act because the 
transit commission was about to institute a suit to set aside 
the Commission’s certificate of April 10, 1930. This suit was 
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instituted in the federal court for the southern district of New 
York and the Commission has intervened therein. 

The Commission said it was manifest that the city was 
not disposed to accord that measure of cooperation to facilitate 
disposition of the entire matter that it had anticipated, and that, 
under the circumstances it was of opinion that an effective date 
should be designated for the certificate issued on April 10, 1930. 
It said the condition contained in the certificate would be per- 
mitted to stand. 

Commissioners Aitchison, Eastman, McManamy and Lee 
were recorded as dissenting. Commissioner Tate did not par- 
ticipate in the proceeding. 


INTRASTATE REPARATION AWARD 


By an order in Ex Parte 88, reparation on intrastate traffic 
(Oklahoma), the Commission has approved an award of repara- 
tion of $6,431.50 to the Dewey Portland Cement Company. The 
Corporation Commission of Oklahoma in cause No. 4833, Dewey 
Portland Cement Company vs. A. T. & S. F., on account of 
exaction of alleged unlawful rates on slack coal, between points 
in Oklahoma, in the so-called guaranty period from March 1, 
1920, to August 31, 1920, both dates inclusive, awarded repara- 
tion to complainant and then requested approval of the federal 
Commission. The state commission awarded reparation on ship- 
ments from the Tulsa group and the Henryetta group. The 
federal Commission found that the award of reparation should 
be approved with respect to the shipments from the Tulsa group 
to the extent that the rates charged exceeded $1.10 a net ton 
from the Henryetta group, and required that a statement showing 
reparation due on that finding be filed. Agreed statements were 
filed, showing that the reparation due was $6,431.50. 


SHORT HAUL STEEL RATES 
The Trafic World Washington Bureau 


Grant of permission to make effective on short notice re- 
duced rates on iron and steel articles for hauls not exceeding 
100 miles (see Traffic World, June 20, p. 1481) was foreshadowed 
June 30 by the issuance of fourth section order No. 10639. In 
that order the Commission granted fourth section relief, sub- 
ject to the customary limitations, though it had not then acted 
on the application for permission to publish the rates on short 
notice. 

After the Commission had granted fourth section relief for 
the proposed reduced rates for hauls not exceeding 100 miles 
on iron and steel articles, that railroad project encountered 
difficulties. The carriers were reported to have been notified 
by one big steel shipper that that company would expect rep- 
aration on the iron and steel it had shipped on short hauls. 
That resulted in a calling of a conference among railroad traffic 
men to consider whether the effort to reduce rates to meet 
truck and water competition should go forward. 

Another development that caused some concern was a sug- 
gestion by the St. Louis Chamber of Commerce that the Com- 
mission hold a hearing on the application which was merely for 
the suspension of tariff filing rules by means of a sixth section 
order. The St. Louis body said, among other things, that the 
rates would give relief where there was no water competition 
and deny it where there was such competition. It pointed out, 
for instance, that there would be relief between Middletown 
and Cincinnati, O., where there was no water competition, and 
deny it between Pittsburgh, Pa., and Cincinnati, O., where there 
was competition by water. 


CLASS RATE CASES 


The Trafic World Washington Bureau 


The Commission has issued orders in the eastern and west- 
ern class rate cases formally directing the carriers to make 
the rates therein prescribed effective December 3. On May 
11, the Commission, in a notice to all concerned, notified the 
carriers that the rates must be made effective December 3, on 
not less than 45 days’ notice. 

The primary purpose of the Commission in ordering that 
the rates prescribed in the eastern and western class rate cases 
(No. 15879 and No. 17000, part 2, respectively) be made effective 
on December 3 was to assure that the rates ordered in the 
formal complaint cases joined with the general investigations 
would be made effective on December 3. With the issuance 
of formal orders the complainants would be without assurance 
that the relief intended for them would be given on December 
3, even assuming that the carriers would comply with the notifi- 
cation given them by the Commission, in a “notice to all con- 
cerned” dated May 11, that they were to make the rates effec- 
tive on December 3. 

In parts of the reports in the two class rate revision cases 
the Commission said that establishment of rates complained 














PAGE 18 





about in the formal cases on the basis laid down in the general 
cases would remove the causes of complaint. However, tariff 
men pointed out that inasmuch as the bases to be useed in the 
general cases would not become operative until December 3, 
the carriers might contend that they could not be required, 
before the effectiveness of the new bases, to establish rates in 
the complaint cases on less than thirty days’ notice. That 
would leave the formal complainants without definite relief, in 
some cases, until some time in January. 

The new class rates now ordered to be made effective not 
later than December 3, according to estimates made by the 
Commission, in times of normal traffic, would give the carriers 
increases in revenue ranging from $35,000,000 to $37,000,000. 
The estimated increase in the eastern district would be $25,- 
000,000 and in the western from $10,000,000 to $12,000,000. The 
carriers have not admitted the accuracy of those estimates. 
Shippers estimated, basing their figures upon a revenue test 
under the Hosmer proposed report which the carriers made on 
order of the Commission, that by the eastern class rate case, 
the carrier revenue would be increased about $60,000,000. The 
carriers disagreed with that. 

After the reports were made the carriers tried to persuade 
the Commission to change the rates therein prescribed. In 
particular they objected to reductions in long-haul rates, their 
theory being that the long-haul rates should not be subjected to 
cuts because long-haul traffic constituted a traffic for which the 
trucks could not successfully compete. However, the Commis- 
sion has declined to make changes, in any material degree. 


COMMISSION ORDERS 


No. 20873, Ware Bros. Agency vs. A. C. L. et al. Order further 
modified by substituting for the words “old worn-out bags having no 
grea .ter value than for conversion into second-hand cotton bale cover- 
ing’’ appearing in the third paragraph thereof the following: ‘old 
fertilizer bags, having contained fertilizer materials, and having no 
greater value than for conversion into cotton-bale covering.’’ 

No. 24413, Eel River Coal Co. et al. vs. A. & E. et al. St. Louis 
Chamber of Commerce permitted to intervene. 

No. 20945, Ware Bros. Agency vs. C. & A. et al., and cases grouped 
therewith. Order modified by substituting the words ‘‘old worn-out 
bags having no greater value than for conversion into secondhand 
cotton-bale covering,’’ appearing in third paragraph thereof, the fol- 
lowing words: “‘old fertilizer bags, having contained fertilizer materials, 
and having no greater value than for conversion into cotton-bale 
covering.”’ 

No. 21585, Ohio-Kentucky Associated Industries vs. A. & R. et al. 
Order modified to become effective on August 29, 1931, upon not less 
than 30 days’ notice instead of July 29. 

No. 23030, West Virginia Brick Co. vs. Asheville Southern et al. 
Order further modified to become effective on August 29, on 30 days’ 
notice, instead of July 29. 

No. 23030, West Virginia Brick Co. vs. Asheville Southern et al. 
Order further modified to become effective on August 29, on 30 days’ 
notice, instead of July 29. 

Finance No. 3385, Construction of extension by Cambria & In- 
diana. Time prescribed in said certificate, as extended, in which 
Cambria & Indiana shall commence and complete construction of an 
extension of its railroad therein authorized is further extended to 
July 1, 1932, and June 30, 1933, respectively. 

Finance No. 7370, St. Louis, San Francisco & Texas construction, 
ete. Time provided in said certificate within which St. L., S. F. & T. 
shall complete construction of line of railroad therein authorized is 
extended to June 30, 1932. 

No. 21993, Midwest Coal Traffic Bureau vs. A. V. I. et al. and 
cases grouped therewith. Petition filed by certain defendants, in so 
far we it seeks postponement of said order of April 1, as amended, 
denied. 

No. 21107 (and Sub. 1), City of St. Paul vs. C. B. & Q. et al. 
Petition on behalf of Inland Waterways Corporation (operating Mis- 
sissippi-Warrior service) to advance effective date of order of May 
26, 1931, denied. 

Fourth Section Application No. 14360, High temperature bonding 
mortar from south. Fourth Section Application No. 14360 is assigned 
for hearing at such time and place as Commission may hereafter 
direct. 

Fourth Section Application No. 14334, Coal briquettes to Florida 
points. Application No. 14334 is assigned for hearing in connection 
with Fourth Section Application No. 14242, et al., July 15, ten o’clock 
a. m., Standard time, at the office of the Interstate Commerce Com- 
mission, Washington, D. C., before Examiner C. K. Glover. 


No. 24428, State University of Iowa vs. C. R. I. & P. Midland 
Electric Coal Corporation permitted to intervene. 
PETITIONS FOR REHEARING, ETC. 
No. 24384, Dean Grain Co. vs. C. R. I. & P. et al. Defendants 


ask for rule on complainants to make their complaint more definite 
and certain. 

No. 22620, Pearce-Young-Angel Co., Inc., vs. I. C. et al. Com- 
plainant asks for reconsideration of Commission’s finding herein and 
for a reversal of its denial of reparation. 

No. 24440, Cleveland Wire Spring Co. vs. A. A. et al. 
ask dismissal of complaint. 

No. 15584, Midcontinent Oil Rates, 1925. E. B. Boyd, as agent 
and attorney for carriers’ parties to supplemental order of October 7, 
1930, asks Commission to further amend its order by postponing ef- 
fective date thereof for a period of 90 days beyond July 27, or for 
such time as will permit the Commission to conclude its consideration 
of carriers’ fourth section application No. 14428, hearing upon which 
was held January 26. 

No. 17000, part 3, rate structure investigation, cotton. C. & G., 
S600. 42:2. 03 0.2 oO x. C. £ St 3 SO. C.N.: M..0. & N.; 
Southern; Frisco and Y. & M. V. ask reopening, etc., with respect 
to relationship between ldcal or domestic rates on cotton from cer- 
tain points in Mississippi Valley to Gulf ports and the rates on 
cotton from the same points of origin to the same ports for move- 
ment beyond by water, so as to permit the maintenance of a normal 


Defendants 
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spread of 5 cents a hundred pounds between the domestic and ship- 
side rates generally maintained throughout the Mississippi Valley and 
the southeast, which cannot be maintained in the rates from said 
origins under the order of July 15, 1930, in its present form. 

Finance No. 5353, Application of C. & O. for authority to extend 
its March Fork line in Raleigh county, W. Va. C. & O. asks modi- 
fication of Commission’s certificate of public convenience and neces- 
Sity until December 31, 1933. 

Finance No. 7833, Application of Levisa River Railroad for author- 
ity to construct railroad, Millard to Kentucky-Virginia state boundary 
line, Pike county, Ky. Levisa River Railroad asks modification of 
Commission’s certificate of public convenience and necessity until 
December 31, 1933. 

No. 21107 (and Sub. 1), City of St. Paul vs. C. B. & Q. ot al. 
Defendants ask rehearing because of new and additional evidence. 


No. 23146, Robeson Process Co. vs. Pennsylvania et al. Com- 
plainant asks issuance of order. 
No. 21993, Midwest Coal Traffic Bureau ys. A. V. I. et al. Illinois 


Coal Traffic Bureau asks postponement of effective date and vacation 
of order, for further consideration and for suspension of rates pub- 
lished pursuant to order herein. 

I. & §S. 3130, Consolidated Southwestern Cases. Public Service 
Commission for State of Kansas asks leave to file amendment to its 
petition for vacation, to a limited extent, of the portion of order 
herein pertaining to rates from and to Kansas, dated April 7. 

No. 23251, Sub. 2, M. D. Friedman Co. vs. & O. et al. De- 
fendants ask reopening and reconsideration by full Commission. 

No. 17000, part 7, grain and products within western district and 
for export. Defendants, Santa Fe Northwestern and Santa Fe, San 
Juan & Northern, asks modification of order therein in so far as 
affecting petitioning carriers. 

Fourth Section Application No. 13457 et al., Pacific Coast Fourth 
Setcion Applications. San Pedro Chamber of Commerce and Wilming- 
ton Chamber of Commerce ask modification of opinion and order 
and/or further hearing and/or granting of oral argument before Com- 
mission en banc, with respect to grouping with Los Angeles Harbor 
of Los Angeles and points between in connection with relief author- 
ized to applicants herein. 

No. 15879, Eastern class rate investigation. Lakeside & Marble- 
head asks exemption from requirement to establish class rates. 

No. 21218, Leonard, Crossett & Riley, Inc., et al. vs. A. C. & Y. 
et al., and cases grouped therewith. Northern Potato Traffic Associa- 
tion, intervener and protestant, asks reopening, rehearing and re- 
consideration, and that such other and further action be taken by 
this Commission as may be deemed proper in the premises to prevent 
irreparable damage to the potato industry of Minn., N. and S. D., 
Wis. and Upper Peninsula of Michigan. 

No. 22094, W. I. Anderson & Co. et al. vs. Y. & M. V. et al. 
Complainants ask reopening for sole purpose of reconsideration with 
respect to reparation. 

No. 22975, E. I. DuPont De Nemours & Co. vs. C. St. P. M. & O. 
et al. Complainant asks reopening and reconsideration. 

No. 22193, Case Manufacturing Co. vs. N. Y. N. H. & H. et al. 
Defendants ask reconsideration of order of June 1, denying defend- 
ants’ petition of March 10, for reconsideration of Commission’s de- 
cision of January 3, reported in 171 I. C. C. 603, and to grant said 
petition of March 10, or hold record open for further action. 

No. 20853, Northwestern Potato Exchange, Inc., et al. vs. A. H. T. 
et al. Complainant, Northwestern Potato Exchange, Inc., asks re- 
hearing, reargument or reconsideration. 

No. 9200, Railway Mail Pay. White Sulphur Springs & Yellow- 
stone Park Railway asks to be classified by this Commission as a 


separately operated railroad. 

No. 20703, Boston Wool Trade Association et al. vs. A. & R. 
et al. Agents Boyd and Toll, on behalf of defendant carriers, ask 
extension of effective date of order. 

No. 20247, Public Utilities Commission of Ohio vs. Pennsylvania 
and No. 20746, A. Johnston, Grand Chief Engineer of Brotherhood of 
Locomotive Engineers, et al. vs. A. & R. et al. Cornwall Railroad 
asks modification of order. 

No. 22359, Lerio Patent Cup Co. et al. vs. G. H. & S. A. et al. 
Southwestern carriers defendants ask vacation of order. 

No. 20086, Sumter Packing Co. vs. A. C. L. et al. 
earriers defendants ask vacation of order. 

No. 16613 (and Sub. 1), State of Colorado et al. vs. A. T. & S. F. 
et al. Carriers’ defendants, ask modification of outstanding orders 
herein, which will provide effective dates of these orders will be 
postponed so that rates required thereunder into Western Trunk 
Line territory may be made effective concurrently with readjustment 
to be made under Commission’s decision in 21218, Leonard, Crosset & 


Southwestern 


Riley, Inc, vs. A. C. & Y. et al. and I. & S. proceedings consolidated 
therewith. 

No. 13461, Sioux City Live Stock Exchange vs. C. St. P. M. & 
O. et al. Great Northern and C. St. P. M. & O. defendants, ask 
modification of order. 

No. 23451, Hudson Glass Co. vs. N. Y. N. H. & H. et al. Com- 
plainant asks Commission, or division 3 thereof, to reopen and re- 
consider the case. 





GASOLINE TO TWIN CITIES 


The Great Lakes Pipe Line Company has filed two tariffs 
naming rates on gasoline for pipe line transportation to Minne- 
apolis and Minnesota Transfer, Minn., and by rail beyond, from 
El Dorado, Kan., and from Barnsdall, Muskogee, Okmulgee, 
Ponca City and West Tulsa, Okla., effective July 1, thereby giv- 
ing formal notice of the completion of its line from Des Moines, 
Ia,. to the Minnesota points mentioned. Rates prior to the most 
recently filed tariffs provided for transportation by pipe line only 
to Des Moines. 

The rate from the Oklahoma points of origin will be $1.16 
a barrel, equal to about 42 cents a hundred pounds, on a 50,000- 
barrel minimum. The rate from El Dorado will be $1.11, about 
equal to a rate of 40 cents a hundredweight. 

Proportional rates to be applied on the hauls to Minneap- 
olis when the gasoline is for specified points beyond are also 
carried in the tariffs. The basis is the same as was published, 
first to Kansas City and later to Des Moines; that is, a propor- 
tional by pipe line, which, when added to the full local rail rate 
beyond, produces a pipe-rai]l rate equal to the all-rail rate be- 
tween the same termini, 
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BAD GIRL PROSPECTIVE LOSER 


Examiner Philip S. Peyser has recommended the dismissal 
of No. 24102, Bad Girl, Inc., et al. vs. Postal-Telegraph Cable 
Co., on three findings. The first is that the rates and charges 
for the service of procuring theater tickets by messenger in 
connection with the transmission of money orders or messages 
by wire from points outside of New York state to New Yrok 
City have not been shown to be unreasonable, unjustly discrimi- 
natory or unduly prejudicial. Rates and charges for similar 
service within the state of New York, Peyser says, should be 
found not subject to the Commission’s jurisdiction. 

The third finding proposed is that the activities of the 
telegraph company in connection with the reservation of se- 
lected theater tickets in New York City at a fixed charge above 
the box office price are non-carrier and local in character, not 
connecteed with the interstate transmission of intelligence over 
the wires of the telegraph company as a common carrier and 
therefore not subject to the Commission’s jurisdiction. 

Bad Girl, Inc., is the name of a corporation that produced 
a play called Bad Girl in the fall of 1930. It was not a mem- 
ber of a league of theater owners that tried to put a check 
on theater ticket brokers with which the Postal made arrange- 
ments looking to the handling of orders for tickets and the 
tickets themselves in certain instances at a cost less than pro- 
posed in another arrangement. Peyser related some of the 
testimony offered in support of a demand for reparation of 
$10,000 on account of the refusal of the Postal to deal with 
ticket orders except through the League. 

In addition to the local arrangement, the Postal afforded 
theater ticket service in connection with money order telegrams 
sent from points outside of New York City by those who desired 
to buy tickets. Peyser dealt with the services separately, 
saying that the evidence was not sufficient to support a finding 
in respect of the lawfulness of the rates and charges for errand- 
messenger service when used in connection with interstate 
transmission of intelligence. 


SOUTHERN MEAT CASE 


A new basis of rates involving both increases and reductions 
on fresh meats and packing house products in carloads, less- 
than-carloads, and peddler cars, between all points in southern 
territory, between points in that territory and destinations in 
central, trunk line and New England territories, and from 
western trunk line and southwestern territory to destinations 
in southern territory; also on meats in carloads from a few 
trunk line and southwestern points to lower Mississippi River 
crossings, have been proposed by Examiners Chester E. Stiles 
and Arthur S. Parker, in I. and S. No. 3234, fresh meats and 
packing house products to, from and between points in southern 
territory. The report proposes a disposition by the Commission 
of what the examiners said was an entirely new basis of rates 
proposed by the carriers in schedules filed to become effective 
February 2, 1929, and later dates. 

This report also embraces No. 21994, White Provision Co. 
et al. vs. L. & N. et al.; No. 22004, Wilson & Co., Inc., et al. vs. 
A. G. S. et al.; No. 22587, Armour & Co. et al. vs. A. & R. et al.; 
and No. 22658, John Morrell & Co. et al. vs. A. & R. et al. The 
findings of the examiners are summarized in nineteen head 
notes. 

The southern carriers, the examiners said, contended that 
the any-quantity basis of rates on packing house products was 
improper; that the former any-quantity rates were reasonable 
for carload shipments, and sixth class was a reasonable basis 
for carload traffic. However, they provided, in their proposals, 
carload commodity rates on a lower basis. They proposed com: 
modity rates on packing house products generally on a basig 
of seventh class or 35 per cent of first class. 

The examiners said that the proposed carload ratings had 
not been justified and that a reasonable classification rating 
would be seventh class except that the proposed rating of fifth 
class on cooking oils, liquid, N. O. I. B. N., in glass or earthen: 
ware packed in barrels or boxes, had been justified. 

Further, the examiners said that the proposed rates within 
southern territory to the extent that they did not exceed, on 
fresh meats, 47.5 per cent and on packing house products 35 
per cent of first class prescribed in the southern revision had 
been justified and that rates for the future made in those rela: 
tions to the first class rates would be reasonable for interstate 





application on fresh meats and packing house products, except 
to the Florida peninsula. 

A third finding is that the proposed rates between points in 
official territory and Illinois territory as defined in Authority tea 
Increase Rates, 58 I. C. C. 302, on the one hand, and points in 
southern territory, on the other, to the extent they exceed, on 
fresh meats, 47.5 per cent and on packing house products 34 
per cent of the first class rates, have not been justified, and 
that rates for the future made in those relations to the first 
class rates will be reasonable, except as to the Florida peninsula. 

The fifth finding is that the proposed rate from points in 
western trunk line and southwestern territories to points in south- 
ern territory, to the extent that they exceed rates made in the 
manner described in an appendix No. 17 hereto, have not been 
justified, and that rates for the future made in the manner 
described in that appendix will be reasonable, except as to 
Florida. That appendix, not herein reproduced, provides arbi- 
traries to Ohio-Mississippi River crossings for use in construct- 
ing through rates from points in western trunk line and south- 
western territories to the south by adding thereto for fresh 
meats 47.5 per cent and for packing-house products 35 per cent 
of the first class rates prescribed in the southern revision. The 
examiners said that those arbitraries were made with regard 
to the distance and where they covered hauls through central 
and Illinois territory they reflected the lower operating costs 
obtaining in those territories. Prescribing rates in that man- 
ner, they said, was not intended to create any presumption as 
to the amount of the through charges which should properly 
accrue to the lines north and west of the river crossings. 

The fifth finding is that reasonable rates for the future to 
and from points in the Florida peninsula would be made by 
adding to the rates determined as described in prior findings, 
arbitraries determined by the scale set forth in another ap- 
pendix No. 18, for that part of the distance lying south of the 
line of the Seaboard Air Line from Jacksonville to River Junc- 
tion, and that the proposed rates, to the extent that they ex- 
ceeded rates so named, had not been justified. 

The sixth finding said that the proposed rates from Kansas 
City, Wichita, Oklahoma City and Fort Worth to Memphis, 
Helena, Vicksburg, and New Orleans for local application, to 
the extent that they did not exceed the rates found reasonable 
in I. and S. 2595, had been justified, and that reasonable rates 
for the future would not exceed the I. and S. 2595 rates. 

The seventh finding related to the disposition of fractions. 
It further said that as the rates found reasonable were based 
upon the published class rates, it followed that groupings au- 
thorized in connection with the class rates were also authorized 
on this traffic, and that these rates were subject to all such lim- 
itations as applied in connection with the class rates. 

The eight finding was that inasmuch as no justification had 
been offered for the proposed cancellation of commodity rates 
on grease and tallow, edible and inedible, from western trunk 
line packing points to Ohio River crossings, a finding of non- 
justification was recommended. 


The ninth finding said that most of the suspended tariffs 
failed to carry forward the provision for deduction of 2 per cent 
from the actual weight of shipments for salt preservative in 
connection with dry salted meats, and 5 per cent for drainage 
in connection with sweet pickled meats, in determining the 
weight upon which charges should be assessed. The examiners 
said that no justification for such cancellation was offered; 
therefore the Commission should find cancellation had not been 
justified. 


In dealing with less-than-carload rates and peddler cars, the 
examiners said that while this report dealt only with rates on 
fresh meats and articles included in the list of packing house 
products, there was no opposition to the inclusion of other 
articles shipped in peddler cars and that the practice of includ- 
ing other articles would not be disturbed. Further findings 
relate to less-than-carloads and the specific complaints. In No. 
21994 the examiners recommended that the Commission find that 
the assailed rates are neither unreasonable nor otherwise lawful 
and dismiss the complaint. 

In the eleventh finding the examiners said the Commission 
should find that the respondents had justified the second class 
rates proposed for application on fresh meats in less than car- 
loads from and to points in southern territory, including points 
in the Florida peninsula, on the one hand, and points in official 
territory, and Illinois territory, on the other. The twelfth find- 
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ing was of like character with respect to packing house products 
in less than carloads. 

The thirteenth finding was that respondents had justified 
the suspended schedules in so far as the rates proposed were to 
apply on packing house products in less than carloads, when 
shipped in other than peddler cars, and that those rates would 
be reasonable for the future for application between points in 
southern territory and between points in that territory, on the 
one hand, and points in official and Illinois territories on the 
other, and from points in southwestern and western trunk line 
territories to destinations in southern territory for that part of 
the haul governed by the southern classification. 

The fourteenth recommendation was that the respondents 
had not justified the rates proposed to apply on packing house 
products when shipped in peddler cars. Cancellation of the sus- 
pended rates, the examiners said, should be ordered without 
prejudice to the filing of new schedules upon the basis later 
found reasonable. 

The fifteenth recommendation was that between points in 
southern territory and between points in that territory, on the 
one hand, and points in official and Illinois territories, on the 
other, rates made 50 per cent of the existing first class rates 
would be reasonable for the future for interstate application on 
all articles in the packing house products list now taking class 
B or seventh class under the southern classification, when 
shipped in peddler cars, the per-car revenue to be not less than 
the charge for 12,000 pounds at the rate on packing house 
products from origin to final destination of the car. 

The sixteenth proposed finding was that from points in 
western trunk line territory to destinations in southern territory 
reasonable rates for the future to apply on packing house prod- 
ucts in peddler cars would not exceed rates constructed by the 
use of the arbitraries named in another appendix No. 29, the 
per-car revenue to be not less than the charge for 12,000 pounds 
at the rates on packing house products from origin to final des- 
tination of the car. The examiners said the application of such 
rates should not be confined to shipments in refrigerator cars, 
it being their intention that under their recommended findings 
respecting peddler car rates if shipments of lard, lard com- 
pounds or vegetable cooking oils, weighing 12,000 pounds or more, 
were tendered, whether consigned to one or more destinations, 
they should be entitled to the same basis as would apply on 
cured, smoked, dried and dry salted meats and lard when in 
peddler cars. 

In the seventeenth proposed finding the examiners said that 
all the rules, regulations and provisions necessary to govern the 
entire through movement of peddler cars operating over the 
lines of more than one carrier should be published in joint tariffs 
properly concurred in by all lines over which the peddler car 
routes were authorized. 

The eighteenth finding pertains to the disposition of fractions 
and in the nineteenth the examiners recommended that the 
Commission find that the carload and less than carload rates 
assailed in Nos. 22004, 22587 and 22658 were not unreasonable 
or otherwise unlawful in the past, and that they were not, and 
for the future would not be, unreasonable or otherwise unlaw- 
ful except to the extent that they exceeded or might exceed the 
rates found reasonable for the future in the investigation and 
suspension proceeding. 

With respect to fourth section application No. 13910, the ex- 
aminers said that no action needed to be taken upon the present 
application. They said that if any relief in addition to the 
relief granted on class rates in the southern revision was needed, 
appropriate application for such relief might be filed. 


PROPOSED REPORTS 


Cabbage 


No. 23844, Morgan Packing Co. vs. C. M. St. P. & P. et al., 
and No. 24317, R. L. Higgins, as R. L. Higgins & Co, et al. 
vs. Pennsylvania et al. By Examiner L, H. Macomber. Dis- 
missal proposed. Rates, cabbage, points in Wisconsin and Min- 
nesota to destinations east of the Illinois-Indiana line not unrea- 
sonable or otherwise unlawful. 

Steel Tank Material 


No. 21007, Chicago Bridge & Iron Works vs C. R. IL. & P. 
et al. By Examiner John J. Crowley. Recommends reparation 
on finding rates, steel tank material, in straight or mixed car- 
loads, South Chicago, Ill., to points in Wyoming, unreasonable 
to extent they exceeded 95 cents to Kemmerer and 90 cents to 
Casper, Yoder and South Torrington. No order necessary for 
future, since rates found reasonable are now in force. 

Steel Piling 

No. 24048, Phoenix Utility Co. vs. C. & O. et al. By Ex- 

aminer C. Garofalo. Dismissal proposed on finding that rates 


charged on steel piling, Allen, Ky., to Strauss, Kan., were un- 
reasonable to extent that the factor beyond St. Louis exceeded 
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45 cents, but that complainant has failed to prove that it paid 
or bore the charges on the shipments considered. 


Feeder Cattle 


No. 23270, Howard Payne et al. vs. A. T. & S. F. et al., em- 
bracing also two sub-numbers, Louis Ilfield Co. vs. A. T. & S. F. 
et al., and B. E. Pedrick vs. A. T. & S. F. et al., and No. 23675, 
Charles Donald vs. A. T. & S. F. et al. By Examiner Paul G. 
Thompson. Recommends that Commission find rates on feeder 
cattle from Sonoita and Nogales, Ariz., to El Paso and Denver 
were not unreasonable; that rates from those origins to Kansas 
City, Mo., were unreasonable to extent they exceeded 83 and 
84.5 cents, minimum 24,000 pounds, respectively; that the rates 
assailed from Arizona and western New Mexico origins to Wil- 
lard, Lucy, Estancia and Corona, N. M., and Friona, Tex., were 
unreasonable to extent they exceeded 85 per cent of the Cactus 
scale, minimum 20,000 pounds. Reparation proposed, excluding 
any charges for transit service and out-of-line hauls. 





FINANCE APPLICATIONS 


Baltimore & Eastern Railroad Co. asks author- 
ity to abandon eight-tenths of a mile of its line crossing the 
Nanticoke River in Dorchester and Wicomico counties, Md. It said it 
was negotiating with the Pennsylvania for trackage rights between 
Hurlock and Salisbury, Md., to take the place of the section proposed 
to be abandoned. 

Finance No. 8886. Chicago & North Western Railway Co. asks 
authority to issue $3,000,000 of general mortgage 4% per cent gold 
bonds of 1987, now held in the company’s treasury under orders in 
Finance Nos. 6001, 6678 and 7506, and to pledge them as collateral 
security for a note to the First National Bank of Boston, Mass., for 
$2,000,000, bearing 3% per cent interest, dated June 26, 1931, and 
payable three months after date. The proceeds will be used to 
reimburse the company’s treasury for moneys heretofore expended 
and for working capital. Applicant said in view of bond market 
conditions it preferred to issue the short term note rather than 
offer the bonds for sale now. 

Finance No. 5837. Supplemental application of the Peterborough 
& Hillsborough Railroad for authority to extend time of payment 
of $100,000 of 4% per cent first mortgege bonds from July 1, 1931, to 
July 1, 1936. 

Finance No. 7873. Supplemental application of Atchison, Topeka 
& Santa Fe Railway Co. and Elkhart & Santa Fe Railway Co., for 
authority to extend operations over tracks owned’ by the Colorado & 
Southern Railway Co., from Clayton to Mount Dora, N. M., in lieu 
of constructing about 17 miles of line as a part of the appilcants’ 
new line from Felt, Okla., to Colmor, N. M., 110 miles. Between the 
points of Clayton and Mount Dora the line of the C. & S. closely 
parallels the proposed line of applicants. 

Finance No. 8882. Seaboard Air Line Railway Co. and L. R. 
Powell, Jr., and E. W. Smith, receivers, ask authority to abandon 41- 
mile line between Archer and Cedar Key., Fla., in Alachua and Levy 
counties. A new highway parallels the line and motor traffic competi- 
tion is expected to decrease further rail traffic. The system freight 
revenue derived from traffic originating on or destined to points on 
the line have steadily declined from $180,000 in 1926 to less than 
$65,000 in 1930, according to the application. 

Finance No. 8888. Elkin & Alleghany Railroad Co. ask authority 
to abandon its 15 mile line between Elkin and Veneer, N. C. 

Finance No. 8889. Charles City Western Railway Co. asks aus 
thority to issue $119,200 of first mortgage 6 per cent gold bonds to 
be exchanged for $114,232.34 of outstanding first mortgage 6 per cent 
notes, and to issue $230,800 of first mortgage 6 per cent gold bonds 
and to pledge them. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 8876, authorizing the Georgia 
Southwestern and Gulf R. R. Co. to issue not exceeding $30,000, 
aggregate face amount, of promissory notes, to be sold or otherwise 
disposed of at not less than par and the notes or the proceeds thereof 
applied to the payment of interest, taxes, and other current indebted- 
ness, condition prescribed (provided the outstanding notes issued with- 
out the authorization of this Commission shall forthwith be recalled 
and cancelled), approved. 

Report and order in F. D. No. 8867, authorizing the St. Louis San- 
Francisco Railway Company (1) upon surrender of $3,886,100 of prior- 
lien mortgage 5 per cent gold bonds, series B, for cancellation, to 
issue not exceeding $13,228,100 of prior-lien mortgage 6 per cent gold 
bonds, series E, to be pledged with the trustee of the applicant’s 
consolidated mortgage; (2) upon pledge of the prior-lien bonds, and 
upon surrender of $6,900,000 of consolidated-mortgage 4% per cent 
gold bonds, series A, for cancellation, to issue not exceeding $16,- 
242,000 of consolidated-mortgage 6 per cent gold bonds, series B, said 
bonds to be pledged and repledged from time to time as collateral 
security for any note or notes that may be issued within the limita- 
tions of section 20a(9) of the interstate commerce act; or $10,000,000 
thereof to be sold at not less than 93.34 per cent of par and accrued 
interest, and the proceeds applied in payment at maturity of $9,- 
342,000 of general-mortgage bonds, and the remaining $6,242,000 
thereof to be pledged and repledged as aforesaid; and (3) to issue 
from time to time not exceeding $16,242,000 of consolidated-mortgage 
6 per cent gold bonds, series C, in exchange for and in amounts equal 
to any of the $16,242,000 of consolidated-mortgage 6 per cent gold 
bonds, series B, presented for conversion, approved. 

Report and order in F. D. Nos. 8771, 8779, 8780, 8781 and 8782, 
(1) authorizing the St. Louis-San Francisco Railway Company (a) 
to issue not exceeding $1,233,000 of prior-lien mortgage 6 per cent 
gold bonds, series E, to be pledged with the trustee of the applicant's 
consolidated mortgage; (b) upon pledge of the prior-lien mortgage 
bonds, to issue not exceeding $2,004,000 of consolidated-mortgage 6 
per cent gold bonds, series B, said bonds to be pledged and repledged 
from time to time as collateral security for any note or notes that 
may be issued within the limitations of sections 20a(9) of the inter- 
state commerce act; and (c) to issue from time to time not exceed- 
ing $2,004,000 of consolidated mortgage 6 per cent gold bonds, series 
C, in exchange for and in amounts equal to any of the $2,004,000 of 
consolidated mortgage 6 per cent gold bonds, series B, presented for 
conversion; and (2) authority granted (a) to subsidiaries of the St. 
Louis-San Francisco Railway Company to issue promissory notes as 


Finance No. 8885. 
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follows: Birmingham Belt Railroad Company, $5,080.61, St. Louis, San 
Francisco & Texas Railway Company, $73,492.92, and Fort Worth & 
Rio Grande Railway Company, $105,217.77; and (b) to the Quanah, 
Acme & Pacific Railway Company to issue $324,360.79 of its first 
mortgage 6 per cent gold bonds; said obligations to be delivered to 
the St. Louis-San Francisco Railway Company in respect of capital- 
reno expenditures made to the properties of the subsidiaries, ap- 
prove 

Fourth Supplemental report and order in F. D. No. 3459, author- 
izing the acquisition by the St. Louis Southwestern Railway Com- 
pany of Texas of control of the Stephenville North & South Texas 
Railway Company, by supplemental lease, previous reports, 86 I. C. C. 
688, 99 I. C. C, 641, 1381 I. C. C. 277, and 154 I. C. C. 595, approved. 

Report and order in F. D. No. 8866, authoirzing (1) the Portland 
Terminal Company (a) to issue not exceeding $1,050,000 of 5 per cent 
first-mortgage gold bonds, and (b) in the event the bonds are not 
sold on or before August 5, 1931, to issue not exceeding $1,000,000 of 
notes, the bonds to be sold at not less than 96% per cent of par and 
the notes to be sold at not less than their face amount, plus accrued 
interest in both cases, the proceeds of the notes to be used to pay 
certain notes maturing August 5, 1931, and the proceeds of the bonds 
to be used to pay either the maturing notes or the new notes; and 
(2) the Maine Central Railroad Company to assume obligation and 
liability, as guarantor, in respect of the bonds and notes, approved. 


LONG ISLAND TRACKAGE 


On further hearing in Finance No. 7308, Long Island Rail- 
road Co. trackage, Examiner M. S. Jameson, has recommended 
the denial, without prejudice, of the joint application of the 
Pennsylvania and the Long Island for authority permitting the 
latter to operate under trackage rights over the line of the Penn- 
sylvania Tunnel & Terminal Railroad Co. between Harold Ave- 
nue in Sunnyside Yard and the Pennsylvania station on Man- 
hattan Island, N. Y., including the partial use of the mentioned 
yard, station and appurtenant facilities, under the terms of the 
proposed agreement dated December 23, 1930. The prior report 
in this case is in 162 I. C. C. 218. 

Examiner Jameson has figured out terms which he thinks 
would be reasonable for the ones proposed which would result 
in the Long Island paying an annual rental of approximately 
$3,588,000. At present the Long Island is paying $2,835,181. 
Under a contract rejected in the prior report, Jameson figured 
that the Long Island would have paid approximately $4,453,000. 
Under the contract under consideration in this report, as pre- 
sented by the applicants, Jameson figured that the Long Island 
would have been obligated to pay $3,867,130. 

The basis proposed for calculating the rental to be paid, 
wheelage, was left undisturbed by Examiner Jameson. The 
New York Transit Commission, one of a number of New York 
state and municipal body interveners, Jameson said, approved 
the use of wheelage only because the alleged injustice to the 
Long Island of that basis was mitigated by the omission of all 
interest, taxes and operating charges in connection with the 
station building, and further by computing the interest at 4 per 
cent on the investment in other facilities within the three zones 
into which the property was divided for the purpose of providing 
a method for the calculation of the rent the Long Island should 
pay. The application was for a certificate under section 1(18) 
under which a favorable finding was made in the prior report. 
Jameson said that that finding should be left undisturbed. 


N. Y. C. UNIFICATION 


Examiner J. V. Walsh, in Finance No. 8481, New York Cen- 
tral Railroad Co. acquisition of Boyne City, Gaylord & Alpena, 
has recommended that the Commission review and modify the 
arbitrators’ valuation of the property of the Alpena road so as 
to bring the commercial value of the property and appurte- 
nances down to $345,000. Further he recommends that the Com- 
mission find that compliance of the New York Central with the 
terms and conditions of the authority granted to it for unifica- 
tion of its system lines, and its undertaking to offer to acquire 
the Boyne City, Gaylord & Alpena for considerations equal to 
its commercial value, require the New York Central to offer 
$345,000, or equivalent considerations, for the Alpena property, 
the property to be free from liens and incumbrances except 
those specified. 

The railroad, contingently, to be taken into the New York 
Central system, is a short line, 91.52 miles long, in Michigan. 
The arbitrators, appointed because the two carriers could not 
agree, found, with the New York Central man dissenting, that 
the commercial value of the property was $1,392,293, notwith- 
standing, as Walsh pointed out, that the directors of the Alpena, 
theretofore, had offered to sell the property to the New York 
Central for $1,077,247. 

One incumbrance Walsh excepted was created by a track- 
age right given by the Alpena to parties interested in a gravel 
pit development along the right of way. The New York Central 
objected to that on the ground that the use of trackage rights 
by the shipper of gravel would be unlawful because a prefer- 
ence would be created for one shipper. Walsh said that it was 
not the Commission’s function to determine that question on 
this record. The Alpena also holds lands subject to a condition 
that it raise its tracks, not exceeding 18 feet, so as to permit 
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its flooding as part of a power dam project. “the proposed find- 
ing is to be subject to whatever rights there may be by reason 
of the two agreements set forth, about trackage and flooding. 





Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reperters and Digests of National Reporter System, 
published by West 3 Publishing Co., St. Paul, Minn. Copyright, 
1931, by West Publishing ) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of California.) Railroad Commission has 
jurisdiction to award damages by way of reparation on un- 
authorized departure from long and short haul provisions of 
statute (St. 1915, p. 129, Sec. 24 (a); p. 132, Sec. 32 (a), as 
amended by St. 1923, p. 837; p. 164, Sec. 73 and Sec. 71 (a, b), 
as amended by St. 1925, p. 647; Const. Art. 12, Sec. 21, as 
amended in 1911). 

It was contended that the remedy for such violations is to 
be found by resort exclusively to the courts, but Commission 
has jurisdiction in all reparation cases, though courts have con- 
current jurisdiction as to all such cases as involve no exercise 
of administrative or regulatory power. (Atchison, T. & S. F. 
Ry. Co. et al. vs. Railroad Commission et al., 298 Pac. Rep. 991). 

Violation of long and short haul clause is “discrimination” 
within Constitution and statute (St. 1915, p. 129, Sec. 24 (a); 
Const. Art. 12, Sec. 21, as amended in 1911).—Ibid. 

In cases of excessive charges or discrimination requiring 
exercise of administrative functions, jurisdiction to award 
reparation is exclusively in Railroad Commission, though courts 
have concurrent jurisdiction in other reparation cases.—lIbid. 





Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
. published by — Publishing Co., St. Paul, Minn. Cepyright, 
931, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Tenth Circuit.) Statutory provi- 
sion dispensing with “notice of claim’ against carriers for dam- 
age from negligence rendered invalid stipulation requiring 
“notice of injury” to live stock (Interstate Commerce Act, Sec. 
20, as amended (49 USCA, Sec. 20)).—Louis Ilfeld Co. et al. 
vs. Southern Pac. Co.-Pacific System, 48 Fed. Rep. (2d) 1056. 


CARRIAGE OF LIVE STOCK 


(Supreme Court of Louisiana.) Railroad must carry live 
stock to destination as expeditiously as possible, with least pos- 
sible hardship to animals, and break continuous confinement of 
live stock when necessary (Civ. Code, Art. 2754).—Jennings vs. 
Missouri Pac. R. R. Co. et al., 184 So. Rep. 694. 

Connecting carrier, being notified of time cattle would ar- 
rive, held obligated to receive shipment within 36-hour limit, not 
having notified shipper or initial carrier of insufficient pens 
(Civ. Code, Art. 2754). 

It appeared that the cattle involved were delivered by the 
initial carrier when less than 24 hours of the 36-hour limit had 
expired, and that the connecting carrier kept them on the side 
track without food, water or rest for about 18 hours before 
unloading them, and for about 12% hours after the initial carrier 
had voluntarily tendered the use of its cattle pens at $1 a car. 
—Ibid. 

Connecting carrier, by accepting delayed delivery of cattle 
from initial carrier, assumed all liability therefor (Civ. Code, 
Art. 2754).—Ibid. 

Delivery of cars by initial carrier to connecting carrier is 
completed by placing cars on interchange or transfer track and 
delivering waybills according to prevailing custom.—lIbid. 

Carriers, unless proving that damage to live stock was 
caused by accidental or uncontrollable events, are liable therefor 
(Civ. Code, Art. 2754).—Ibid. 

Connecting carrier’s delay in unloading and feeding cattle 
held gross negligence, making carrier liable for animals that 
died (Civ Code, Art. 2754).—Ibid. 

Price received on declining market one year later for cattle 
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injured by carrier’s negligence could not be taken as basis on 
which to estimate impaired value. 

Shipper testified that animals, if received in good condition, 
would have been worth from $32.50 to $35, and third person tes- 
tified he was willing to pay $30 for surviving animals, provided 
no further deaths occurred, but, when the cattle continued to 
die, he refused to buy any of them, and the cattle were finally 
sold on a declining market a year later for $25.—Ibid. 

Shipper held not entitled to recover money spent in dis- 
posing of cattle which died as result of carrier’s negligence.— 
Ibid. 

Shipper’s giving written notice of loss or injury as required 
by contract is excused, where carrier’s agent has full knowledge 
of injuries or damage.—Ibid. 


COMMODITIES CLAUSE CASE 


Hearing on a motion to strike certain paragraphs from the 
reply of the E. J. & E., filed in response to the petition of the 
government in equity 10152, the commodities clause case 
brought by the United States Department of Justice, at the sug- 
gestion of the Commission (see Traffic World, Dec. 6, p. 1410), 
was held in the United States District Court at Chicago, before 
Judge Charles E. Woodward, June 30. 

The bill filed by the government asks that the E. J. & E. 
(Chicago Outer Belt) be enjoined from the transportation of 
articles manufactured, produced, or owned by the Illinois Steel 
Company, Universal Atlas Cement Company or other subsid- 
iaries of the United States Steel Corporation, on the theory that 
such transportation is in violation of the so-called commodities 
clause of the interstate commerce act (paragraph 8, section 1), 
in that the railroad is owned by the Steel Corporation. 

The commodities clause has commonly been interpreted as 
prohibiting only the transportation of materials, others than 
those used by the railroad, by a railroad that are the property 
of an industry owning the railroad. As explained by the govern- 
ment attorney, Elmer B. Collins, who represented the govern- 
ment at the hearing June 30, however, in United States against 
Reading Company (253 U. S. 26), the Supreme Court, in 1920, 
found that transportation of coal produced by the Philadelphia 
Coal and Iron Company, a subsidiary of the Reading Company, 
by the Philadelphia and Reading Railroad, another subsidiary 
of the Reading Company, was in violation of the commodities 
clause. 

It is the contention of the government in this case that 
that situation is strictly paralleled in the instance of the 
United States Steel Corporation and its subsidiaries—that the 
E. J. & E. is, in effect, simply a department of the Corporation, 
as are the Illinois Steel Company, the cement company, and 
other subsidiaries, and that the performance of both shipper 
and carrier functions by a single authority is the thing at which 
the commodities clause was aimed. 


It is admitted by the respondent that the Steel Corporation 
owns the stock of the E. J. & E. and of the other named sub- 
sidiaries, but not that the subsidiaries are mere departments of 
the holding company. The E. J. & E., according to the re- 
spondent, is operated as a separate and distinct entity, inde- 
pendent of the other affiliates of the owning corporation. 

The argument at the hearing, for the railroad, was made 
by former Secretary of State Frank B. Kellogg. He asserted 
that there was and never had been any secret about the relation 
of the Steel Corporation to the E. J. & E. and its other sub- 
sidiaries, and that the plea of the government did violence to 
the interpretation the Commission had placed on the com- 
modities clause for twenty-five years. At the time the trans- 
portation act was passed, he said, he was a member of the 
Senate committee on interstate commerce and was a member 
of a committee appointed to reconcile bills passed in the two 
houses of the national legislature. “No one ever dreamed of 
making it illegal for an industry to own stock in a railroad over 
which it shipped,” he asserted. A large number of other rail- 
roads owned by industries were cited and attention called to 
the fact that relations resulting from those facts had never 
been the occasion for a similar case as the one pending. 
Irreparable injury would be done the industry and commerce 
of the country if the interpretation supported by the petitioner 
should be approved, he said. 

Those parts of the reply filed with the court, by the rail- 
road, at which the motion to strike was directed, have to do, in 
a general way, with establishment that the E. J. & E. is operated 
as any other common carrier, separately from other interests 
of the Steel Corporation, and that no discrimination is prac- 
ticed as between the shipments of the corporation subsidiaries 
and of other interests. 

In his argument, Mr. Collins briefly asserted that such 
matters were incompetent and irrelevant; that they had no 
bearing on the question at issue: namely, as to whether a 
single authority was performing both shipper and carrier func- 
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tions. He indicated that it was the purpose of the government 
in filing its motion to limit the proceeding to relevant matters. 

In addition to former Secretary Kellogg, the E. J. & E. 
was represented at the hearing by former governor of New 
York, Nathan L. Miller, general counsel of the Steel Corpora- 
tion; Charles S. Belsterling, of the Steel Corporation, and 
Kemper K. Knapp, general counsel of the railroad. 

The argument was taken under advisement by the court, 
with the understanding that briefs were to be filed. 


TARIFF DATA IN EVIDENCE 


The Commission, taking notice of the fact that in recent 
years it has required carriers to make rates on short line dis- 
tances and otherwise required the carriers to show route infor- 
mation in their tariffs, has modified rule XIII (c) of its Rules 
of Practice so as to relieve those desiring to put tariff data 
in evidence in cases before it of unnecesasry work. The re- 
vision consists of an exception, shown in the following, the new 
matter beginning with the word “except”: 


In case any matter contained in a tariff schedule on file with 
the Commission is offered in evidence, such tariff schedule need not 
be produced or marked for identification, but the matter so offered 
shall be specified with particularity in such manner as to be readily 
identified and may be received in evidence subject to check by ref- 
erence to the original tariff schedule so on file. All exhibits showing 
rates, fares, charges, or other tariff provisions must, by appropriate 
Interstate Commerce Commission number reference, indicate the tariff 
authority therefor, and if distances are shown must also show the 
authority therefor and, by lines and junction points, the routes over 
which the distances are computed; except, that the routes over which 
the distances are computed need not be shown when such distances 
are specifically published in a tariff schedule lawfully on file with 
the Commission, or are definitely ascertainable from a tariff schedule 
on file with the Commission showing rates prescribed by the Com- 
mission and based on short line distances, provided the exihbit makes 
specific reference to such tariff schedule as provided by this rule. 


CONTAINER SERVICE 


In reply to the petition of the Chicago & North Western 
for amplification of proceedings and extension of the scope of 
the order in No. 21723, in the matter of container service, the 
Chicago, North Shore & Milwaukee Railroad Company con- 
tends that the North Shore does not maintain rates lower than 
the rates required of the carriers subject to the report and 
order in this proceeding. It further denies that so long as it 
is permitted to maintain its present rates and practices in re- 
spect to ferry truck service and merchandise traffic it will have 
an unwarranted traffic advantage over petitioners. It contends 
also that the service involved is designed to and does enable 
it to compete for traffic which otherwise would go to the un- 
regulated motor trucks and to unregulated water carriers, and 
that its experience over a period of years has shown that for 
it to obtain any merchandise traffic between its terminals in 
Chicago and Milwaukee, rates and practices such as are now 
maintained by it between those terminals are absolutely essen- 
tial, and it denies that its rates and practices in respect to this 
traffic are not adequate for the service maintained and per- 
formed by it, and alleges that such rates are adequate and 
compensatory for the service performed. Denial of the petition 
of the Chicago & North Western is asked. (See Traffic World, 
June 13, p. 14381.) 


SUSPENDED TARIFFS 


In I. and S. No. 3621, the Commission has suspended from 
July 1 until February 1 schedules in H. G. Toll’s I. C. C. No. 
1263, supplement No. 165 to J. E. Johanson’s I. C. C. No. 2008, 
and various other tariffs. The suspended schedules propose to 
reduce rates applicable on canned goods from Pacific coast 
territory and intermediate territory to destinations in the mid- 
western section of the United States. The following is illus- 
trative: Canned goods (general list), carloads, rates in cents 
per 100 pounds, from San Francisco, Calif.: 


Canned goods (general list), carloads, rates in cents per 100 
pounds, from San Francisco, Calif., minimum weight 40,000 pounds, 
to Kansas City, Mo., and Chicago, IIl., —— 128, proposed 105; 


minimum weight 60,000 pounds, present 105, proposed 90. 


DROUGHT RELIEF RATES 


The Commission has granted sixth section permission, on 
one day’s notice, to the Great Northern, the Northern Pacific, 
the Milwaukee and the Soo Line, to establish drought relief 
rates on live stock from drought stricken areas in Montana and 
the Dakotas to grazing territory to the east of the dry sections. 
The relief is in two forms. One permits animals to be sent to 
feed lots and then on to markets under a transit privilege. 
The other provides for the taking of the animals to points 
where they may be fed, by the payment of the regular rate, and 
then their return to original points of origin without the pay- 
ment of any further charges, when the emergency is over. 
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PLANS FOR RATE HEARINGS 


The Trafic World Washington Bureau 


The Commission, on June 30, announced a program in 
respect of Ex Parte No. 103, in the matter of increases in rates 
and charges, more commonly called the 15 per cent case, which, 
it was generally believed, indicated that the case would con- 
tinue well into the fall, if not later. The initial hearing is to 
be held in Washington on July 15. In prior cases of the same 
sort the initial hearing, in effect, was before the entire Com- 
mission. Later hearings were held before one or more com- 
missioners and a number of examiners. The first hearing is 
for the taking of testimony in favor of the railroad proposal. 

Extension of the case well into the fall is inferred from 
the fact that the second hearing, for the further cross examina- 
tion of the witnesses in favor of the increase and for the sub- 
mission of evidence by protestants, is set for August 31. Those 
familiar with proceedings before the Commission know that 
cross examination of carrier witnesses by attorneys for shippers 
often takes weeks, so that under the most favorable conditions 
submission of testimony for the protestants may not be ex- 
pected much, if any, before the middle of September. 

The Commission announced the program in the form of a 
notice to all concerned, signed by Secretary McGinty, as follows: 


The initial hearing in this proceeding will be held at the offices 
of the Commission, in Washington, D. C., beginning July 15, 1931, at 
10 a. m. At this hearing the petitioners and parties supporting the 
petition will be heard. 

Other hearings, beginning August 31, 1931, will be held for the 
further cross-examination of the witnesses presented at the initial 
hearing and for the submission of evidence by protestants. 

It is requested that all who desire to offer evidence in opposition 
notify the Commission on or before July 20, indicating the general 
character of the evidence and the approximate amount of time re- 
quired. It is desired, however, that evidence be presented as con- 
cisely as possible, using exhibits to curtail oral testimony. As far 
as practicable exhibits should be made available to all parties of record 
in advance of the time at which they are to be offered in evidence. 
Hearings will probably be held at points other than Washington, 
but the number of such places will be limited. Following receipt of 
the requests for hearing, a schedule will be prepared and announced 
covering dates, places and the order of testimony. 


The Commission announced July 1 that it had effected its 
organization for the hearings in the advanced rate case. A 
division of the Commission, composed of Commissioners Meyer, 
Lewis and Lee, has been created to take administrative charge 
of the proceeding. Other members of the Commission will sit 
in the hearings as much as their other duties permit. Exam- 
iners William A. Disque, G. H. Mattingly and Howard Hosmer 
have been assigned to the case to aid the commissioners. 

The Commission referred to the fact that the carriers had 
filed their petitions with the state commissions for increases 
in intrastate rates and to action taken by the state commission- 
ers looking to the selection of representatives to sit with the 
Commission as a cooperating committee. 


President Harvey H. Hannah, of the National Association 
of Railroad and Utilities Commissioners, has called meetings 
for July 7 for the selection of members of the cooperating com- 
mittee. 

While the Commission made no explanation as to why it 
had set the two hearings six weeks apart it was understood 
that the idea was that that much time would be required for a 
study of the material the railroads would submit. There will 
be cross examination of the railroad and other witnesses in favor 
of the increase at the first hearing. It is customary for the 
Commission to allow additional cross examination at a later 
hearing after opposition experts and lawyers have had an oppor- 
tunity to study the exhibits submitted at a particular hearing, 
the theory being that study will enable those conducting the 
cross examination to shorten it. 

In the interest of expedition the Commission, in the program 
issued June 30, asked those who desired to offer testimony in 
opposition to the application of the railroads to notify it, not 
later than July 20, indicating the general character of the evi- 
dence and the approximate time required for its offering. The 
Commission also asked that exhibits be used to curtail oral 
testimony, copies of the exhibits to be made available, as far as 
practicable, in advance of the time at which they might be 
offered in evidence. Commissioner Meyer used that method in 
the Hoch-Smith grain case of which he had charge. Opinion 
is divided as to whether the method expedited or delayed that 
proceeding. Obviously, however, it is suggested that the Com- 
mission is of the opinion that it made for expedition, else it 
would not have adopted it in this case. 

As to the character of testimony that may be given at the 
hearing, there is nothing in the program that would warrant 
any one thinking that it could be limited to the revenue needs 
of the carriers. The title of the case is “Ex Parte No. 103, in 
the matter of increases in rates and charges.” Section 15(7) says 
“whenever there shall be filed with the Commission any schedule 
stating a new individual or joint rate, fare, or charge, or any 
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new individual or joint classification, or any new individual or 
joint regulation or practice affecting any rate, fare, or charge, 
the Commission shall have, and it is hereby given, authority 
either upon complaint or upon its own initiative without com- 
plaint, at once, and if it so orders without answer or other formal 
pleading by the interested carrier or carriers, but upon reason- 
able notice, to enter upon a hearing concerning the lawfulness of 
such rate, fare, charge, or practice.” 

Technically the railroads have not filed any schedule stat- 
ing a new individual or joint rate, fare or charge. They have 
merely asked permission to file something that would have the 
effect of stating such a new thing, namely, a rate or charge on 
all commodities, with some exceptions, 15 per cent higher than 
the existing rate or charge. They had to ask for such permis- 
sion because the rules governing the publication of tariffs do not 
recognize percentage supplements as lawful publications of 
rates. The railroads suggested summary proceedings limited to 
their needs for more revenue. Such a determination obviously, 
said the railroad petition, called for no decision concerning the 
ultimate reasonableness of the rates proposed. 

Notwithstanding the things the carriers said in their state- 
ment and application, the program issued by the Commission 
was of the sort it had issued in prior general rate advance pro- 
ceedings, in which the main issue was the reasonableness of 
the proposed rates. The part of the statement and application 
of the railroads for proceedings without suspension, also pro- 
vided for in section 15(7), has been complied with. There has 
been no suspension for the obvious reason that there has been 
nothing to suspend. The carriers did not proffer any tariff 
schedules upon which a suspension order could be based. They 
did not even make the routine application for a waiving of the 
tariff filing rules under the authority granted for such waiving 
by the sixth section. But upon what they did submit the Com- 
mission issued the program providing for the hearing on July 15 
and August 31, much as would have been done had a routine 
suspension proceeding been ordered, the program having been 
based upon the order, issued ten days before, docketing the 
statement and application of the railroads received by the Com- 
mission on June 17. 


Protests and Approval 


Letters favoring approval of the railroads’ petition for an 
increase in rates were received from J. E. Caldwell & Company, 
Philadelphia, Pa.; Fred Tuke, Cincinnati, O.; William Tuttle, 
Cynwyd, Pa.; and the Northampton Textile Company, Mount 
Holly, N. J. These writers believed that an increase in rates 
would improve conditions generally. 

Letters against the increase also came from North Carolina 
Lumber Company, Lake Waccamaw, N. C.; L. F. Bailey, Pales- 
tine, Tex.; Hereford (Tex.) Chamber of Commerce against in- 
crease in rates on grain; and John H. Wilkins Company, coffee 
merchants; Washington, D. C. 

The Florida Railroad Commission, by Eugene S. Matthews, 
chairman, said that because of the fact that Florida was a large 
producer of long-haul, high-grade perishable traffic, it would 
probably be harder hit by the proposed increase than most of 
the other states. 


“Our people, during this period of depression, have been 
stripped to the bone,” said Mr. Matthews. ‘“‘Their revenues have 
been curtailed for the reason that the purchasing power of the 
consumers of the country has been reduced to a minimum. In 
one section of this state today Irish potatoes are being given 
away for the reason that if shipped to usual destinations, they 
will not pay transportation charges. We greatly fear that such 
an increase as proposed will have the effect of stimulating the 
movement of traffic by truck, and will thereby defeat the ends 
intended. For these reasons we desire to be registered as op- 
posing the summary action proposed by the carriers. There are 
many angles to the present situation and we feel that no action 
should be taken without deliberate and mature thought.” 

William F. Wilmoth, of Washington, D. C., wrote the Com- 
mission in effect that a rail rate increase would not improve 
conditions, but would prolong the return to sound economic 
conditions. His view was that rates should be reduced and that 
that meant reducing salaries and wages of railroad officials and 
railroad employes. 


Protests against the carriers’ petition also were received 
from George B. Hodgkin, Calavo Growers of California; Emmet 
Borton, Fulton County Farm Bureau, Fayette, O. (letter to 
Senator Fess referred to Commission); Southern Molasses Co., 
Inc., New Orleans, La.; Bloomington (Ind.) Chamber of Com- 
merce against increase on stone; William Wulf Co., Detroit, 
Mich.; American Fruit Growers, Inc., Yakima, Wash., and other 
fruit growers of Yakima; Perryton (Tex.) Chamber of Com- 
merce, against increase on grains; Hyper-Humus Co., Newton, 
N. J.; Motor and Machinery Casting Co., Detroit, Mich. 

Letters in favor of an increase came from Mrs. Joseph A. 
Meyers and Mrs. John F. Clark, of New Orleans, La., as in- 
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asked its employees to select appro- 
priate names for them. 
As a result of a spirited name con- 


test, the two eastbound trains became © 


“The Skipper” and “The Pilot”--- ji 


names associated with those hardy 
seafarers whose knowledge of clear 


traffic lanes enables them to guide © 
cargo ships safely into or out of port. © 
With equal efficiency and safety the © 


modern skippers and pilots of these 


dependable trains guide a vast ton- © 


nage of merchandise that supplies 
the necessities and luxuries of great 
producing and consuming areas. 
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Caravan”. Being carriers of through 
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vestors in railroad securities; R. W. Mumford, Brooklyn, N. Y., 
and George Bogart, New York City. 

By their reply to the Commission’s order asking them to 
state, in effect, whether they proposed to make any exceptions, 
the carriers “appear to pass back to the Interstate Commerce 
Commission the burden of determining what increases would 
actually produce increase of revenue,’ says John E. Benton, of 
the National Association of Railroad and Utilities Commis- 
sioners, in a bulletin to members. In the circumstances, he 
believes, the Commission, under the law, must find whether the 
advanced rates will be just and reasonable. Continuing, he 
says: 

That this insistence of the carriers will compel a hearing of some 
considerable length seems inevitable. From sources friendly to the 
carriers the suggestion is coming that the Commission should act 
summarily; but the Commission cannot decide a case of this magni- 
tude on the run. It has no option. The interstate commerce act 
requires a hearing of interested parties, and forbids the imposition 
of unjust and unreasonable rates. This requires a reasonable hear- 
ing and a considered decision. 

In view of the great importance of this case and the representa- 
tions made in the carriers’ petition, it may be expected that the 
Commission will give preference thereto in advancing it for hearing, 
and that it will proceed with all such expedition as is consistent with 
a fair hearing and a just determination; but that the Commission 
will be swept into the prescription of large advances in rates through- 
out the nation without adequate hearing and consideration as to their 
reasonableness no one who is familiar with the Commission’s pro- 
cedure will believe. 


Additional letters of protest against the carriers’ petition 
for increased rates have been received by the Commission from 
H. T. Hubbard, Medford Pear Growers’ Association, Medford, 
Ore.; W. A.' Batchelor, Media Laundry, Inc., Media, Pa., who 
asked President Hoover why salaries of higher officials of rail- 
roads had not been cut; W. Hume Logan, president, Logan Co., 
Louisville, Ky., who urged cuts in wages and other expenses and 
a fifteen per cent reduction instead of increase in rates; A. L. 
Burton, Sherman, Tex.; B. A. Johnson, Minneapolis, Minn.; W. 
R. McClanahan, Woodstock, Va.; W. G. Sutterfield, Sutterfield, 
Tie & Lumber Co., St. Louis, Mo.; Walter Donaldson, Illinois 
Hay Shippers’ Association; S. E. Hill, Citizens’ League, St. 
Charles, Va., who urged wage cuts; George W. McCollum and 
Fred M. Williams, Chattanooga, Tenn.; Thomas S. Williams, La 
France Industries, Philadelphia, Pa.; and M. M. Samuels, Bax- 
ter, Ky., who wrote to the President. 

A. H. Stratford, Lebanon Springs, N. Y., small dairy and 
poultry farm, wrote in favor of an increase in rates, saying 
freight charges had little or nothing to do with farm prices, and 
that anything that would stimulate demand or prices, no matter 
what it was, would prove the best aid in the present crisis. 

Rudolph Knode, Richmond, Ind., wrote he could not silently 
sit on the side lines without expressing his opinion of the “com- 
plete mess the I. C. C. has made of the railroad situation.” He 
said: “Try and be constructive. P. S. Better grant the freight 
increase—and fast.” 

William J. Latta and John B. Stevenson, 3rd, Philadelphia, 
Pa., wrote in favor of an increase, asking: ‘Will the public let 
the grade stall the train for lack of sand?” 

Donovan Armstrong, Philadelphia, Pa., wired in favor of an 
increase, and elimination of unfair competition by other trans- 
port agencies. 

The committee on internal trace and improvements of the 
Chamber of Commerce of the State of New York adopted a reso- 
lution in favor of the carriers’ petition which was transmitted to 
the Commission. The chamber has yet to act on the resolution. 

Protest against “summary disposition” of the petition of 
the railroads is made in a joint reply filed on behalf of the 
North Carolina Traffic League, Southern Furniture Manufac- 
turers’ Association, Mathieson Alkali Works, Charlotte (N. C.) 
Shippers’ & Manufacturers’ Association, and Blue Ridge Glass 
Corporation. It is averred that the rail petition plainly con- 
templates a summary disposition of the matter, and this... 
“ig an attempt to apply summary police court procedure to a 
matter involving many millions of dollars which the shipping 
public is expected to pay. We are confident that the Commis- 
sion will proceed in the usual manner to give the public an 
adequate opportunity to be heard.” 

“The ‘statement and application’ (of the carriers) errone- 
ously assumes that the railroads are entitled to many millions 
of dollars in additional revenue at the present time and that it 
should be obtained from increased freight rates,” it is asserted. 
“Both of these assumptions are erroneous. The law does not 
contemplate that freight charges shall be heavily increased 
during a period of intense commercial and industrial depression. 
It is quite obvious that with industry in its present serious 
plight and with industrial managers making every possible effort 
to reduce eosts in order to prevent the closing of plants, the 
superimposition of millions of dollars in additional , freight 
charges would have a most serious and unfortunate effect upon 
the nation as a whole.” 

Declaring that other industries have taken “heroic methods” 
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to meet conditions, the reply says that “the railroads com- 
placently assume that they are exempt from the economic laws 
which govern all other industries, and that they may, under 
these unusual conditions of depression, call upon the other 
industries of the country to pour revenues into their coffers 
which will enable them to pay handsome dividends, and accu- 
mulate large surplus and reserve balances. Railroad transporta- 
tion is a commodity and it is contrary to accepted principles of 
economics that the price of transportation shall go up at a time 
when all other prices are going down.” 

It is asserted that the law contemplates economical opera- 
tion, and included in economical operation is intelligent and 
aggressive management, and that the railroad managers have 
shown a minimum of enterprise. 

“If more time were spent in adjusting rates to move traffic 
and less time were spent in attempting to prove that rates 
are subnormal, the revenues of the railroads would be much 
greater than they are today,” it is asserted. “The trouble with 
the railroads today is not low rates but insufficient traffic. . . 
Nor is this question to be decided by the White House or in 
line with what the present administration may or may not 
desire. Reference is made in the ‘Statement and Application’ 
to a policy of the federal government to maintain existing wages. 
A question which involves the taking of millions of dollars away 
from the industries of this country under present circumstances 
must be judicially determined and without executive interfer- 
ence. Whether it constitutes efficient management under 
existing conditions to complacently assume that railroad wages 
established during a period of prosperity should be continued is 
a question for judicial and not for executive determination.” 

Luxurious passenger train service with “almost everything 
except golf courses” is condemned in the reply. A careful 
investigation of railroad practices with a particular view to 
determining the true results of common carrier operations and 
the extent to which economies can be effected without subject- 
ing the shipping public to additional rate burdens is asked. 

The Growers’ and Shippers’ League of Florida has filed a 
statement and protest in which it protests against increased 
rates being authorized without suspension of all tariffs and 
schedules that may contain the same and full inquiry being 
made into the reasonableness and propriety of such rates “as 
in the law provided.” 

“Present conditions of the Florida horticultural and agricul- 
tural industry seem to make it reasonably clear that an added 
burden of transportation charges at this time would be unwise 
and inexpedient,” says the league, which reviews the adverse 
conditions in Florida. 

After setting forth tables of rates, it is asserted that it 
will thus be seen that the present rates on citrus from Florida 
are substantially 150 per cent of the rates that were in effect on 
January 2, 1912. 

“Whether the carriers’ election to strengthen their situa- 
tion by seeking authority to impose a general increase in rates 
on all traffic rather than by reducing the scale of wages, re- 
serving capital expenditures, and retrenching in other possible 
ways, is economically sound and just toward the public is, per- 
haps, not now in issue,” says the league. “However that may 
be, it seems evident that the carriers have chosen to follow the 
line of least resistance. Whether the carriers’ election proceeds 
from sound determination of economic questions, or from prac- 
tical consideration not dependent upon economic equity, they 
propose that the general public shall pay the bill.” 

The league says the carriers have so endeavored or con- 
trived to present the situation that they apparently seek to 
stampede the Commission into action in which the processes 
and requirements of the law shall be conceived to be satisfied 
by a finding that the carriers are in a desperate situation; 
one in which the emergency is so extreme as to permit of no 
time for inquiry into any other feature than their claimed 
immediate need of increased net railway revenues. 

E. B. Hutchins, National Confectioners’ Association, wrote 
that in his opinion the proposed increase of 15 per cent was 
entirely unjustified “and an extremely unwise move at this 
time.” 

“What we need more than anything else in the economic 
world today is an equilibrium that will enable producers of 
all classes of commodities and services to trade or exchange the 
commodities that they produce or the services that they render 
with others on an equitable basis,” said he. “. . . The first 
step, in my opinion, should be a reduction in overhead expenses 
and wages of railway employes and high salaried officials of the 
railroads.” 

Protesting against increased rates, Louis S. Kan, president, 
the New York State Travelers’ Association, Inc., New York, 
N. Y., said the wise course would be for the railroads to seek 
a decrease in rates in order to encourage business in general 
and enhance their own profits. 

Commissioner Hill, of the Kansas commission, urged the 
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Commission to hold a hearing in the proceeding at Kansas City. 
Chairman Brainerd replied that the suggestion would have con- 
sideration when the Commission took up the question of the 
time and place of hearings. 

J. T. Schatt, traffic manager for the United Paperboard 
Company, New York, N. Y., in a formal reply protesting against 
increased rates, said his company was in a similar position “as 
mostly all other paperboard and paper companies who have been 
required to operate at a loss. For fiscal period, 6 months 
ending November 30, 1930, net loss was $92,485.70.” He sub- 
mitted argument in support of the assertions that chipboard 
and boxboard mills served an economic use and could not stand 
increased freight rates; that the Commission should require 
the railroads to increase revenue by meeting water and truck 
competition “which can be done by the publication of reasonable 
rates and the improvement in service.” 

“This company,” said he, “in order to meet the competition 
of mills located in cities such as New York, Philadelphia, Pa., 
and Chicago, Ill, has been required to use water and truck 
movements to try and hold some of the competitive buisness 
and secure raw materials at lower prices.” 

Mr. Schatt said the railroads could regain traffic by furnish- 
ing improved service and store door delivery. 

“The railroads in handling tonnage for the paperboard 
industry should and could establish the same principle as the 
truckmen by making the freight rate on the basis of securing a 
round trip, that is, for illustration, securing a haul of waste- 
paper from Chicago into Wabash, Ind., and a haul of board from 
Wabash, Ind., to Chicago, IIl.,” said he. 

R. L. Young, W. T. Adams Machine Co., Corinth, Miss., and 
Richey & Gilbert Co., Yakima, Wash. sent protests. 


Hoover and Rate Increase 


President Hoover, in replying to the telegram of J. H. 
Johnston, traffic manager of the Oklahoma Cottonseed Crushers’ 
Association, Oklahoma City, Okla., bringing in issue the water- 
way policy of the federal government and the petition of the 
rail lines for a 15 per cent increase in rates (see Traffic World, 
June 27, p. 1546), said: 


\ 

The President of the United States has no authority or right to 

intervene or make suggestions to the Interstate Commerce Commis- 

sion in questions of rates. That Commission was expressly set up 

as an agency independent of administrative control as are the courts. 

For this reason I recommend that you take the matter up directly 
with the Commission. 


Mr. Johnston, replying to the President, wrote that when 
he sent the telegram he had just received a copy of the rail 
carriers’ petition for a 15 per cent increase in rates and also a 
notice of a hearing to be held at Fort Worth, Tex., by army 
engineers for consideration of the question of canalization of 
the Trinity River, “with the avowed purpose of reducing freight 
rates from and to north Texas points 20 per cent, indicating 
that my clients were to be ground between the upper and 
nether millstones, and, I addressed you, as the chief executive 
officer of the United States, in an effort to call your attention to 
the appalling inconsistency of our national transportation policies 
as follows: 


(a) We have laid a moral obligation upon the members of the 
Interstate Commerce Commission to see that the rail carriers earn 
a return of 5% per cent on the fair value of their property used for 
transportation purposes. 

(b) We are expending vast sums of money for the so-called im- 
provement of inland waterways with the sole object, in many in- 
stances, of making them navigable. 

(c) We are furnishing the boats and barges to operate on these 
inland waterways, and are making good, out of government revenues, 
the deficits accruing from such operation. 

(d) We are furnishing vast amounts of government funds for 
the improvement of highways upon which to operate buses and trucks 
without adequate regulation or taxation, thus enabling them to fur- 
ther deplete the rail carriers’ revenues. 

(e) And, finally, to complete the iniquitous circle, inland shippers 
are now requested to stand for a further increase in freight rates, 
so as to make good to the rail carriers the deficits caused by the 
inroads of water carriers, buses and trucks. 


Mr. Johnston told the President in his letter that the Com- 
mission alone could not remedy this situation, as it required 
joint action of the executive department and Congress, and that, 
therefore, he had brought it to the President’s attention, “as 
I considered it of sufficient importance to justify your making 
some recommendations to Congress in regard to these incon- 
sistencies.” Furthermore, said he, the War Department was 
under the President’s immediate supervision, “and you can per- 
haps have some influence in regard to their reports and recom- 
mendations for the further expenditure of public funds for 
transportation purposes.” He said he could hardly expect that 
army engineers would make adverse reports on waterway proj- 
ects, “but surely the government will soon find itself in such 
a position on transportation questions that it will be going 
around in circles; taxing its citizens to death; creating all 
kinds of discriminations, and getting nowhere in the end.” 
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Referring to remarks at Peoria, Ill., of Secretary of War 
Hurley and Major General Ashburn relating to the plans of 
the government to push waterway work and transportation serv- 
ice, Mr. Johnston said: 


Here, we see the government apparently committed to an in- 
definite period of competition with the rail carriers of the country, 
and to a reduction of transportation costs to wholesalers, retailers, 
etc., While the rail carriers are amply able to take care of almost 
twice the tonnage they are handling at the present time, and, 
according to their own showing, rapidly starving to death for lack 
of patronage. 

The government with one hand takes away their means of 
subsistence and levies upon them heavy taxes, while with the other 
hand it uses these funds to create and sustain competitive service 
for the benefit of the few at the expense of the many. 

If the government disrupted normal economic adjustments between 
the eastern seaboard and the Mississippi Valley by the construction 
of the Panama Canal, what is it now doing by its double favoritism 
to river towns at the expense of inland communities whose sole 
reliance is on rail transportation, and whose rates must be raised 
to enable the rail carriers to exist? 

f my wire protest was not correctly lodged with the head of our 
government, I am at a loss to know where I could place it with any 
hope of obtaining practical results. 


SUPPORT RAIL RATE INCREASE 
The Trafic World New York Bureau 


Support of institutional holders of approximately three 
billion dollars of railroad bonds and stocks in the railroads’ 
move for an increase in freight rates was assured when an 
emergency committee was formed in New York to appear before 
the Commission. 

Practically all large banks and all trust companies in their 
fiduciary capacity are represented, as well as the large fire and 
casualty insurance and surety companies. Leading universities 
and colleges are also represented, along with many other large 
institutions. Charles Evans Hughes, Jr., has been retained as 
counsel. 

The “Security Holders’ Committee on the Railroad Emer- 
gency,” of which Fairman R. Dick, of Roosevelt & Son, is chair- 
man, issued the following statement: 

The formation of this committee was brought about by the urgent 
necessity of presenting to the Interstate Commerce Commission full 
facts and details in regard to the credit of the railroads from the 
point of view of investors holding large amounts of railroad securities. 
It is believed by the committee that this present situation is not only 
extremely serious from the point of view of investors, but, as affect- 
ing the willingness and ability of these investors to buy further 
amounts of railroad securities, it has a direct effect on the credit 
of the railroads and the ability of the railroads to raise new money 
and pursue a normal policy of maintenance and improvements. .It 
is felt by the committee that the distress in the country’s largest 
industry has a direct effect on, and intensifies the duration of, the 
depression, 

For example, the loss of credit and the decline in securities 
has not been confined to stock, nor to what is known as the ordi- 
nary “‘business man’s investment’ bonds, but has extended into the 
class of securities which are legal for fiduciary investments. Trust 
companies and individual fiduciaries hold hundreds of millions of 
railroad securities for the benefit of widows, children, and others, 
who are dependent solely on these investments for their support. 

As the railroads are the backbone of the transportation industry 
of this country, and as it would be a national calamity if this country 
were to lose the splendid service. that is now being rendered by 
the railroads, the present uncertainty as to the credit of the rail- 
roads affects not only investors, but practically the entire industry 
of the country. 

That the situation is of extreme seriousness cannot be denied, 
and it is felt that by presenting to the Interstate Commerce Com- 
mission as true and accurate a picture as possible would be of serv- 
ice in obtaining a prompt correction of these distressing conditions. 


CHICAGO SHIPPERS MEET 


Highway transportation and the application of the rail car- 
riers for a fifteen per cent increase in rates were the principal 
subjects of discussion at the monthly meeting of the executive 
committee of the transportation division of the Chicago Asso- 
ciation of Commerce. 

No action with respect to the proposed rate increase was 
thought necessary. With the belief that definite carrier pro- 
posals and testimony in support of the application at the hear- 
ing in Washington, July 15, might make it desirable for the 
organization to take some action, the subject was deferred, 
subject to a special call if occasion requires. 

Bills directed at highway transpotration and those engaged 
in it, recently considered in the Illinois legislature, were re- 
viewed by the legislative committee, and Charles Hester, of the 
highway committee, made a brief report on house bill 1199, 
which was passed by both houses of the legislature and signed 
by the governor the middle of last month. The bill makes 
nnumerous changes in existing restrictions on highway vehicles, 
including a change in the permissible maximum length of single 
vehicles and single vehicles and trailers. Previous legislation 
placed a limit of 65 feet on highway units. The new bill limits 
single vehicles to 35 feet and combinations to 40 feet. A pro- 
vision also requires that all vehicles be equipped with pneumatic 
tires by January 1, 1933. 

A. H. Schwietert, assistant director of the transportation 
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department of the association and secretary of the division, 
was appointed to make a detailed analysis of the provisions of 
the bill and report back at the next regular meeting. 

No meeting will be held by the organization in August, 
unless special occasion requires. 





TRAFFIC LEAGUE TAKES NO ACTION 


The executive committee of the National Industrial Traffic 
League met at Chicago, June 26, to consider the proposed fifteen 
per cent increase in railroad freight rates. There was thorough 
discussion of the matter from all angles, according to J. H. 
Beek, executive secretary, but opinion was so divided that no 
action was taken, leaving to individual members of the organ- 
ization expression of their views before the Commission. The 
vote on a motion opposing the increase is reported as having 
been sixteen to fifteen. 





FARM BUREAU OPPOSES INCREASE 


At a meeting at Chicago, June 26, officers and directors of 
the American Farm Bureau Federation voted to file protests 
with the Commission and all state commissions against the 
proposed fifteen per cent increase in rail rates. In commenting 
on the situation created by the carrier application for increased 
rates, Q. W. Sandburg, transportation director, is quoted as say- 
ing that the railroads are asking the Commission to “scrap” 
four years of study of the rate structure as it applies to agri- 
cultural commodities. 


THE RATE INCREASE 


Editor The Traffic World: 

In view of the application of the railroads for a rate in- 
crease, the Commission is flooded with requests to refuse to 
grant it. Each one has its own peculiar argument, but the basic 
idea behind the whole is that the particular commodity repre- 
sented by the traffic man cannot stand it or the district is 
already paying high freight rates and cannot stand more. 

We are at a loss to know the mental reaction of many of 
our traffic counsellors in considering merely their own welfare 
without regard to the needs of others, and feel that there is a 
little shortsightedness in taking a definite stand against the 
increase without submitting with their protest a plan of main- 
taining the integrity of the essential carrier—the railroad. 

There will be a great many vital points that must enter into 
the arguments in favor of or against a rate increase, and in- 
cluded in these will be the rapid development of the trucks as 
a mode of freight transportation; as the railroad rates are 
increased the truck rates will reflect this raise, but at the same 
time, continue to maintain a differential between the truck rates 
and the railroad rates. 

The question for the traffic man to solve is, not how much 
an increase in rates will affect his particular commodity or dis- 
trict, but how will it benefit the nation as a whole? 


It is a well established fact, outside of the realm of legerde- 
main, that you cannot get something from nothing—nor can you 
deliver what you haven’t got, and, as transportation is the prime 
essential to our present day needs (the future will care for itself 
if given the proper nourishment), it is necessary that we con- 
sider what kinds of transportation we desire to maintain and 
then build along these lines. 

Trucks have their place and must be considered as a neces- 
sary factor, but, in so considering, let us also realize that these 
trucks are using the highways without any other than a wheel- 
age tax, in most cases nominal, and at the present time, in a 
few instances, absolutely uncontrolled as to their rates, charges, 
etc., and in many others permitted to operate with rates that 
are from 20 to 25 per cent lower than the competing railroad. 

It is true the rail carriers are, to a great extent, to blame 
for the condition as it exists, inasmuch as they had all the busi- 
ness at one time and then permitted the trucks as competitors 
to function without restraint for too long a period, thus cutting 
into their revenues to an alarming extent. But to err is human 
and as we are but human these errors must be overlooked and 
a method provided to overcome the effect of the error. 

There are but few questions involved: Do we want to con- 
tinue the railroad as the essential carrier or can we displace it 
with truck and highway service? 

If we are to maintain both, to what degree must we permit 
the trucks and the railroads to equalize their rates in relative 
proportion to the service rendered and the maintenance of both 
systems. 

This is the pill the traffic man will have to swallow to se- 
cure its benefits; the disease is far enough advanced to demand 
immediate attention. We must have the prophylactic as well as 
the antiseptic and our traffic counsellor should not be continually 
thinking only of his own commodity or district, but thinking in 
a national way for the best interests of the whole. 
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I am for the maintenance of the railroads as the essential 
carrier first, last and always; it has dependability, speed, re- 
sponsibility, and continuity of performance; it has an army of 
trained experts always at the service of the shipping public, a 
service that only may be secured by patronage, and continued 
patronage will guarantee these results. 

Let us live by the way. There are others in this old world 
of ours beyond the pale of our immediate vision and, as ours is 
not the only commodity that must be transported, let us take all 
angles of this great problem and endeavor to analyze it to such 
an extent that we may assist in perpetuating the best transpor- 
tation system or systems. 

The time is now ripe for all of the organizations of traffic 
men to discuss these matters impartially and endeavor to arrive 
at an honest effort to play the game square. Let us assist in a 
solution of this, a problem as great as any national issue that 
has arisen in Many years. J. Jos. Brown. 

St. Paul, Minn., June 25, 1931. 


EASTERN RAIL MERGER 
The Trafic World New York Bureau 
The question of the Nickel Plate trackage rights, one of 
the major problems that remain to be arbitrated in the four- 
party merger plan for the eastern railroads, has not yet been 
referred to George T. Slade, arbitrator, for a decision, it was 
announced at a conference of executives of the trunk lines this 
week. A report that the matter had been referred to Mr. Slade 
had appeared in the newspapers. At the close of the session 
it was announced that further progress had been made and 
that another meeting would be held July 7. 
The statement issued by the executives follows: 


The statement which has appeared in the newspapers to the effect 
that Mr. Slade is represented to file his report in the matter of the 
request of the Pennsylvania for trackage rights over the Nickel 
Plate between Brockton and Ashtabula, which is to be submitted to 
him as arbitrator, is erroneous. 

He is to decide the question of statement of fact and documents 
to be submitted te him by the party in interest. No such statement 
or arguments have been submitted and he has not taken up the 
matter for consideration, 


It is learned that every effort is being made to expedite 
the remaining major points so that they may be referred to 
arbitration in case there is no agreement. However, if the 
executives can reach a decision on the question of the Nickel 
Plate and the Lehigh Valley, their most difficult problems, there 
will be nothing for the arbitrators to decide. 

With the fact in mind that the Nickel Plate trackage rights 
and countless “‘minor details’ are yet to be ironed out before 
any plan can go to the Commission, it is felt that much time 
will elapse before anything final is forthcoming. There are 
some 100 short lines in this territory to be allocated before the 
application is ready. This means that the executives will have 
not only to decide on these allocations but will also have to 
decide on questions of terminal facilities, traffic interchange 
agreements and the price to be paid for the various properties. 

The latter, price, is not looked on as all-importnat at this 
stage because of the fact that it might be ironed out after the 
latter body has decided to hear the road’s petition to change 
the Commission’s five-system plan for Eastern territory to a 
four-system plan. 

On the other hand, it is indicated that the roads wish to 
present a complete case to the Commission—that is, one with- 
out loopholes that will stand up. It is recalled here that pre- 
vious merger plans have gone astray because of the fact that 
the applicant’s petition has either left out the matter of the 
allocation of short lines or has failed to include financial 
details. This is what the trunk line heads wish to avoid, and 
for that reason an announcement of their application is not 
expected immediately. 





EXCESS INCOME REPORTS 


Finance No. 3866, excess income of Northampton & Bath 
Railroad Co. Tentative determination by Commission, division 1, 
that carrier has recapturable excess income of $78,660.10 for 
1922 to 1927, inclusive, based on values ranging from $430,000 
to $460,000. 


CHANGE IN RULE 3 


The Consolidated Classification Committee has approved a 
change in rule 3 of the Consolidated Freight Classification to 
permit the forwarding by freight of packages of merchandise 
carrying postage stamps affixed, so that the packages can be 
deposited in the post office at destination and be delivered by 
United States mail to the address on the package. The revised 
rule will be published in the next general supplement of the’ 
classification. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


In spite of a grain freight market in which distress rates 
prevail, the full cargo market in general has been benefited 
by the continuance of activity in the West Indies time charter 
division. There is not at present a great supply of tonnage 
available and, as requirements for the future appear to be ex- 
panding somewhat, the tendency of rates is upward. Up to 
the present rates on handy-sized vessels have shown the great- 
est improvement, but, with the scarcity of supply of this type, 
more interest is being shown by charterers in the larger sizes. 

Freight brokers’ reviews of the grain market show a dif- 
ference of opinion in regard to future prospects. 

Among the fixtures of grain cargoes reported in the last 
few days were two from Montreal to Antwerp-Rotterdam on the 
basis of 6 cents for prompt loading. Another fixture from the 
St. Lawrence to the Mediterranean was done at 8% cents for 
early July. A large British vessel was fixed from Baltimore or 
Norfolk to picked ports in the United Kingdom on the basis of 
ls 9d for middle July loading. Inquiries for Gulf loading for 
July and August are being circulated on the basis of from 2s 
3d to 2s 4%d, United Kingdom, 10 cents Antwerp-Rotterdam. 

Other trades show little change. No fixtures of coal car- 
goes were reported, although there is definite inquiry for Per- 
nambuco for first half July loading and for West Italy on the 
basis of $2 for July and August. Inquiry for clean tonnage in 
the tankers market has improved somewhat and the demand for 
black oil carriers continues steady. 

J. D. Harrington, secretary of the East Coast Colombian 
Steamship Line, Conference, has notified exporters to Colombia 
that effective on and after July 1, the steamship lines in this 
conference will discontinue the assessment of bill of lading 
stamp taxes on all shipments originating at New York or New 
Orleans destined for Cartagena. Conditions at Puerto Colombia 
being unchanged, the lines will continue to collect a stamp tax 
of $1.50 on every item on ocean bills of lading covering ship- 
ments to that port. 

Exporters of goods to Cuba have been notified by the 
Havana Steamship Conference that on account of the increased 
taxes on ocean transportation imposed by recent legislation in 
Cuba, an extra prepaid charge ef 1 cent a hundred pounds will 
be made and added by the conference steamship lines operating 
from North and South Atlantic and Gulf ports, effective on and 
after July 15. 

Shippers of canned goods from the Paiific Coast are reported 
to have asked the intercoastal steamship lines for a reduction 
of the rate on this commodity from $8 to $6 a ton in hopes of 
stimulating purchases by Atlantic Coast merchants in the off 
season. 

Referring to the disparity between export and import 
freight rates, Frederic Henjes, president of Frederic Henjes, Jr., 
Inc., and president of the New York Freight Forwarders’ and 
Brokers’ Association, points out that many shippers engaged in 
export trade are not aware that there are special or contract 
rates established by the various steamship conferences ap- 
plicable to certain commodities. 


Unless steamship companies inform shippers of these com- 
modities that the special or contract rates are applicable to 
them, Mr. Henjes holds they are in effect pursuing a policy of 
discrimination. The large rubber tire manufacturers, he said, 
formerly had a great advantage over the independents in this 
trade because the latter were unaware of the rate contracts 
made by the former. 

Arguing in favor of publication of steamship tariffs, Mr. 
Henjes makes the point that the railroads formerly were 
strongly opposed to tariffs, but have come to recognize their 
value since the elimination of the old rebate system. Reduc- 
tion of rates, he adds, is not the aim of the association. All 
that is asked he states, is fair rates for the benefit of shippers. 

At present, Mr. Henjes says, foreign shippers have the ad- 
vantage of American exporters in many respects. He cites a 
recent instance when it was found that an American glass 
manufacturing branch, which has opened a branch in Belgium, 
was able to ship its products from Antwerp to Havana at 
lower cost than from Toledo by rail to Key West and thence 
by water to Havana. 

In many other cases, he states, manufacturers in England 
or on the Continent enjoy lower rates on shipments of their 





products to North Atlantic or Gulf ports than American man- 
ufacturers or exporters shipping similar goods in the opposite 
direction. He holds there is no good reason for such differ- 
ences and no chance for expansion of American export trade 
until they are eliminated. 

Announcement has been made by W. P. Levis, vice-presi- 
dent and freight traffic manager of the Clyde-Mallory Lines, of 
the suspension until further notice of the Clyde Line service 
between Jacksonville and Miami. This, of course, will not 
affect the movement of traffic between New York and Miami. 

Delivery has been made of the twenty-two vessels of the 
Transmarine Line fleet purchased by the Portland California 
Steamship Co., a subsidiary of the Dollar Steamship Line, for 
$400,000. It is learned that six of the vessels are to be trans- 
ferred to the Pacific Coast for coastwise operation in the Ad- 
miral Line service. Where the others will be operated has 
not yet been decided. 

An appropriation by the Government of $125,000,000 for the 
construction of a hundred fast freight ships of modern design 
would relieve the employment situation in American shipyards 
and keep the principal plants in active operation for the next 
two years, in the opinion of Capt. Charles A. McAllister, presi- 
dent of the American Bureau of Shipping. 

In support of this suggestion Captain McAllister points out 
that there are only about 200 ships remaining of the 2,600 built 
on contracts placed by the Shipping Board in the wartime and 
postwar periods and that a great many of these are antiquated. 
By the time the suggested fleet of modern ships could be com- 
pleted, he adds, business conditions probably would be suffi- 
ciently favorable to permit of sale or charter of the ships to 
American operators on satisfactory terms. 

Following receipt of official confirmation from Chile of the 
suspension by the Compania Sud Americana de Vapores of its 
Valporaiso-New York steamship service, it was stated at the 
offices of Wessel, Duval and Company, New York agents for 
the line, that plans for the future are indefinite. It was in- 
dicated, however, that the suspension of the service may be of 
short duration. The predicted success of the plan for estab- 
lishment of special credit for Chile in the United States is seen 
as bolstering trade conditions between the two countries and 
improving chances of resumption of the steamship service. 


LOS ANGELES AND LONG BEACH 


The Board of Engineers for Rivers and Harbors of the War 
Department and the Bureau of Operations of ‘he United States 
Shipping Board announce the publication of « new volume on 
the ports of Los Angeles and Long Beach, California, issued as 
Part 1 of Port Series No. 138. This publication contains much 
information of value to American importers, exporters, manu- 
facturers, steamship lines, railroads, port authorities, chambers 
of commerce, and other commercial organizations, interested in 
the movement of goods through American ports, says the War 
Department, summarizing as follows: 


Although the ports of Los Angeles and Long Beach are separate 
entities, their traffic facilities are closely related, since they are con- 
nected by Cerritos Channel. Los Angeles Harbor consists of two parts, 
the outer or breakwater harbor, formerly known as San Pedro Har- 
bor, and the inner harbor, formerly known as Wilmington Harbor. 
Long Beach Harbor occupies the easterly portion of San Pedro Bay. 
Extensive harbor improvements have been made both by the federal 
government and by the cities of Los Angeles and Long Beach, and 
many improvements have been made at both ports by municipal and 
private interests. 

Los Angeles has approximately 40 miles of waterfront, with a 
total of 62,327 linear feet of improved frontage, about two-thirds of 
which is owned by the city of Los Angeles and operated by the Board 
of Harbor Commissioners. Private interests own nearly all of the 
waterfront at Long Beach Inner Harbor, while the city owns that of 
the outer harbor. The report shows that there are 101 piers, wharves 
and docks at Los Angeles and 23 at Long Beach. About 95 per cent 
of the wharves, sheds and other facilities at Los Angeles are owned 
by the city, while 6 of the facilities at Long Beach are municipally 
owned. 

Los Angeles is served by 3 important trunk line railway systems, 
one standard gage electric interurban line, and one belt-line railway. 
The three transcontinental lines also serve the port of Long Beach. 
Exclusive of lumber and oil carriers, the ports are served by 70 
steamship lines, all of which offer freigth service and 28 of which 
also offer passenger service. Of these lines, 19 are equipped with 
retrigerator facilities. 

Statistics presented in the report show that the commerce of Los 
Angeles increased from 4,340,074 short tons in 1920 to 29,106,095 tons 
in 1929, while the commerce at Long Beach increased from 358,899 
short tons in 1920 to 2,512,092 tons in 1929, an increase in each case 
of approximately 700 per cent. The total traffic at Los Angeles in 
1930 amounted to 28,212,998 tons, while that at Long Beach showed 
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an increase to 4,039,071 tons, the increase at the latter port being 
due primarily to large movements of petroleum products, principally 
fuel oil. 

Although petroleum and its products comprise the prinicpal ton- 
nage at both ports, lumber is also an important item. Cotton ginned 
near the point of production is brought to Los Angeles by motor 
trucks and rail for compressing and subsequent shipment by water. 
Movements of this commodity by motor trucks are known to orig- 
inate from points as far away as Phoenix, Arizona. Agricultural 
and orchard products are shipped from Los Angeles by water in 
refrigerated boats to the east coast of the United States as well as 
to Europe and the Orient, although the major portion of the citrus 
fruit still reaches eastern markets by rail routes. Long Beach is 
primarily a port of call for bulk freighters and does not participate 
in the passenger and general cargo traffic, due to its proximity to 
Los Angeles. 

The ports of Los Angeles and Long Beach, the report states, have 
been developed along comprehensive plans, under the supervision 
of well organized port commissions, with the result that the water- 
front is avaflable for intensive utilization by specialized concerns, 
such as lumber and petroleum companies, general cargo and passenger 
lines, and other industries which require waterside location. 


Copies of the report may be obtained from the Superintend- 
ent of Documents, Government Printing Office, Washington, 
D. C., for 75 cents each. 


WATER CARRIER AGREEMENTS 


The Shipping Board, July 1, approved the following agree- 
ments filed by carriers under section 15 of the shipping act: 





American-Hawaiian Steamship Company with Fabre Line: Through 
billing arrangement for handling shipments from Pacific coast ports 
of the United States to Barcelona, Seville, Valencia and other Spanilsh 
ports of call of Fabre Line, with transshipment at New York. 
Through rates are to be based on direct line rates and apportioned 
equally between the lines, each of which is to assume one-half the 


cost of transshipment. f 

American-Hawaiian Steamship Company with Ybara Line: Ar- 
rangement for through movement of shipments from United States 
Pacific coast ports to Barcelona, Malaga, Cadiz and other Spanish 
ports of call of Ybarra Line. The through rates are to be based on 
direct line rates and divided equally between the participating car- 
riers, each of which is to absorb one-half the cost of transshipment at 
New York out of its proportion of the through rate. 

Dimon Steamship Corporation with Transatlantic Steamship Com- 
pany, Ltd.: Provides for through movement of shipments from United 
States and Atlantic coast loading ports of Dimon Steamship Corpora- 
tion to New Zealand and Australian ports of call of Transatlantic 
Steamship Company. Through rates under the agreement are to be 
no lower than direct line tariff rates and are to be apportioned 
equally between the two carriers subject to minimum proportion of 
$7 per ton, weight or measurement to the Transatlantic Steamship 
Company. Cost of transshipment at San Francisco or Los Angeles 
Harbor is to be assumed in equal proportion by the lines. 

Dimon Steamship Corporation with Hansa Line: Through billing 
arrangement covering shipments of canned goods, dried fruit and 
raisins from United States Pacific coast loading ports of Dimon Line 
to direct ports of call of Hansa Line in South Africa. Through rates 
are to be based on direct line rates and apportioned 40 per cent to 
Hansa Line and 60 per cent to Dimon, the latter to absorb cost of 
transshipment at New York. ; 

Luckenbach Gulf Steamship Company, Inc., with Oceanic & 
Oriental Navigation Company: Arrangement for through shipments 
from United States gulf loading ports of Luckenbach Gulf Line to 
Oriental ports, with transshipment at San Francisco. Through rates, 
which are to be same as direct line conference rates, are to be appor- 
tioned equally between the two carriers, each of which is to absorb 
one-half the cost of transshipment. 

Luckenbach Steamship Company, Inc., with Dollar Steamship 
Lines, Inc., Ltd.: Memorandum of an agreement for handling 
through shipments from Atlantic coast loading ports of Luckenbach 
to Oriental ports. Through rates to be charged On shipments moving 
under the agreement are to be the same as direct line conference 
rates and are to be apportioned equally between the two carriers, 
each of which is to assume one-half the cost of transshipment at San 
Francisco. 

Compagnie Generale Transatlantique, North German Lloyd, The 
Cunard Steamship Company, Ltd., and White Star Line: Memorandum 
of an informal unlerstanding whereby the four parties, each of which 
is engaged in transportation of passengers between United States 
ports and European ports, agree to cancel at least three round trips 
of express steamers operated by them during the remainder of the 
current calendar year. The memorandum filed specifies cancellation 
of three sailings each by the White Star Line, Cunard Steam Ship 
Company, Ltd., and North German Lloyd, while Compagnie Generale 
Transatlantique lists cancellation of five sailings during the period 
covered by the agreement. The arrangement is stated to be for the 
purpose of economy in operation under existing conditions in the 
trans-Atlantic passenger trade. 

American South African Line, Inc., Ellerman and Bucknall Steam- 
ship Company, Ltd., Hansa Line, Houston Line, Prince Line, Ltd., 
Union Castle Mail Steamship Company, Ltd., and Union Clan Line 
with Dollar Steamship Lines, Inc., Ltd.: Arrangement providing for 
the movement of shipments on through bills of lading from United 
States Pacific coast ports to designated South African ports, with 
transshipment at New York. Through rates are to be based on 
direct line rates and divided 40 per cent to the on-carrying South 
African Line and 60 per cent to Dollar Steamship Lines, the latter 
to absorb the cost of transshipment out of their proportion of the 
through rate. Agreement is applicable only in respect to shipments 
to direct South African ports call and does not cover cargo trans- 

i outh African ports. 
—— y Bee Steamship Company, Ltd., with Whtie Star Line: 
Memorandum of agreement between carriers engaged in trans-At- 
lantic passenger transportation whereby during the winter season 
of 1931-1932 the participating lines agree to alternate their sailings 
between New York and Liverpool for the purpose of avoiding dupli- 
cation of sailings without lessening or impairment of service to the 
traveling public. The arrangement is similar to an arrangement 
between the same carriers effective during the past winter season 
which was approved by the board December 11, 1930. . : 

Dollar Steamship Lines, Inc., Ltd., with Matson Navigation Co., 
Dollar Steamship Lines, Inc., Ltd., with Union Steamship Co. of New 
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Zealand, Ltd.: These two agreements, which are identical in terms 
except as to the on-carrying trans-Pacific line from San Francisco, 
provide for handling shipments under through bills of lading from 
United States Atlantic coast loading ports of Dollar Line to Aus- 
tralia and New Zealand, with transhipment at San Francisco. Through 
rates are to be no lower than direct line conference rates. On ship- 
ments to base ports through rates are to be apportioned equally 
between the lines, while on cargo to ports other than base ports the 
trans-Pacific carrier is to receive the excess of the through rate over 
the rate to base ports. Cost of transhipment at San Francisco is to 
be absorbed in equal proportion by the participating carriers. The 
arrangement is subject to a minimum proportion to base ports of 
‘7 per ton, weight or measurement, to the on-carrying trans-Pacific 
ine. 

Luckenbach Gulf Steamship Co., Inc., with Dollar Steamship 
Lines, Inc., Ltd.: Arrangement covering through movement of ship- 
ments from United States Gulf loading ports of Luckenbach Gulf 
Steamship Co. to ports in the Orient, with transhipment at San Fran- 
cisco. Through rates are to be assessed in accordance with direct 
line conference rates and are to be apportioned equally between the 
intercoastal carrier and the on-carrying trans-Pacific line, each of 
which is to absorb one-half the cost of transhipment out of its pro- 
portion of the through rate. 


Modifications of agreements were approved as follows: 


Cosulich Line, Export Steamship Corporation, Fabre Line, Lloyd 
Sabaudo, Navigazione Generale Italiana and Navigazione Liberia Tri- 
estina with American Diamond Lines: Requests board approval of 
the inclusion of the Fabre Line as a direct line participating carrier 
in agreement approved by the board August 2, 1927, under which 
American Diamond Lines agree to maintain direct line rates on 
traffic from North Atlantic ports destined to West Coast of Italy 
ports which American Diamond Lines may carry for transhipment 
via Antwerp or Rotterdam, 

Quaker Line with Tacoma Oriental Steamship Company: Pro- 
poses modification of agreement approved by the board January 8, 
1930, in connection with through traffic from Atlantic coast ports to 
Seattle, Tacoma and Vancouver, with transhipment at California 
ports. 

Quaker Line with States Steamship Co.: Requests board approval 
of modification of agreement approved by it December 18, 1929, in 
respect to through shipments from Atlantic coast loading ports of 
=" Line to Portland or Seattle, with transhipment at California 
ports. 

Under the term of two preceding agreements, as approved, through 
rates are to be quoted in accordance with the United States Inter- 
coastal Conference rates. Under the modifications submitted through 
rates are to be the rates currently quoted by the Quaker Line at 
time of shipment, such rates not, however, to be in excess of the 
rates shown in Westbound Tariff No. 4 of the former United States 
Intercoastal Conference. 

Cosulich Line, Export Steamship Corporation, Fabre Line, Lloyd 
Sabaudo, Navigazione Generale Italiana and Navigazione Libera 
Triestina with Yankee Line: The agreement which it is proposed to 
modify was approved by the board September 27, 1927. It provides 
that the Yankee Line, operating between north Atlantic ports of 
the United States and Germany, is to maintain the rates, terms and 
conditions established by the direct conference lines in respect to 
cargo transported by it to Hamburg or Bremen for transhipment to 
west coast of Italy ports of destination. The purpose of the proposed 
modification is to record the Fabre Line as a participating direct lin2 
carrier in this agreement. 


Cancellation of agreements was approved as follows: 


Trans-Atlantic Steamship Co., Ltd., with American-Hawaiian 
Steamship Co., Dollar Steamship Lines, Inc., Ltd., Luckenbach Steam- 
ship Co., Inc., and Panama Pacific Line: Proposes cancellation of .an 
agreement for handling on through bills of lading shipments originat- 
ing at Atlantic coast ports and destined to Australian ports, with 
transhipment at San Francisco or Los Angeles Harbor, which was 
approved by the board July 31, 1928. 

General Steamship Corporation, Ltd., with Dimon Steamship Corp.: 
Request board approval of cancellation of agreement providing for 
through movement of shipments from United States Atlantic coast 
ports to Australian and New Zealand ports of call of General Steam- 
ship Corporation, via San Francisco or Los Angeles. This agreement 
was approved by the board September 10, 1930. 

Approval of these cancellations was requested because, as a re- 
sult of change in the trans-Pacific carriers’ proportion of the through 
rates, the terms of the present agreements have been inapplicable. 


COMMERCE IN U. S. SHIPS 

In the four months ended with April, American flag ships 
carried, by value, 34.6 per cent of general imports and 36.2 per 
cent of domestic exports in the water-borne foreign commerce 
of the United States, according to the monthly summary of for- 
eign commerce issued by the Department of Commerce. The 
respective percentages for the 1930 period were 33.6 and 36.6. 
In April the percentages were 37.5 for imports and 35.4 for 
exports, as compared with 34.6 for imports and 36.3 for exports 
in May, 1930. 





CANAL TANKER TRAFFIC IN MAY 


In May, 61 tank ships transited the Panama Canal, with an 
aggregate net tonnage, Panama Canal measurement, of 342,776, 
on which tolls of $303,243.43 were paid, according to the Panama 
Canal Records. Cargo amounted to 330,034 tons, all mineral 
oils. In point of net tonnage, tanker traffic decreased 32.6 per 
cent in comparison with the tanker traffic for May a year ago, 
while cargo tonnage decreased 27.6 per cent. 


WATER RATES ON WOOD PULP BOARD 
In its answer in No. 73, Firtex Insulating Board Co. vs. 
Luckenbach Steamship Co., Inc. (see Traffic World, May 9, p. 
1154), the defendant denies there were any overcharges on ship- 
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ments of wood pulp board from the Pacific coast to points on 
the Atlantic coast. It contends that the shipments were subject 
to the rate of 75 cents charged pursuant to the provisions of 
Item No. 140 of the Pacific-Atlantic coast domestic eastbound 
minimum rate list No. 1. 


GULF-PACIFIC MAIL ROUTE 

The Shipping Board has certified to the Postmaster Gen- 
eral, under the ocean mail provisions of the Jones-White act, 
an ocean mail route from Seattle and San Francisco to Tampico, 
Mex., with respect to the size, type, speed and other character- 
istics of vessels essential to the future development of the trade. 
The Postmaster General may now ask for bids for the carrying 
of mail over the route. The Gulf-Pacific Line is seeking a mail 
contract for the route. 


IMPROVEMENT OF WATERWAYS 


An allotment of $25,000 from river and harbor funds for 
operating snag and dredge boats on the upper Mississippi River 
has been approved by the acting Secretary of War, Colonel 
Frederick H. Payne. 

In connection with improvement of Oswego Harbor, New 
York, the acting Secretary of War has accepted two deeds ten- 
dered by the City of Oswego, conveying the required lands to 
the United States necessary for the removal of the upper and 
lower islands in the Oswego River. 


MEETING MOTOR COMPETITION 


Alleging that motor trucks had taken probably 75 per cent 
or more of the traffic in rubber tires and related articles from 
the Akron district, S. J. Witt, traffic manager of the Akron, 
Canton & Youngstown and the Northern Ohio, has asked the 
Commission for sixth section permission to publish, effective 
July 15, reduced rates with a view to holding some of the traffic 
to the railroads, from Akron, East Akron, Barberton and Moga- 
dore, O., to the principal cities in central freight association 
territory. 

Mr. Witt made a study of motor competition in the carriage 
of rubber goods from the Akron district covering the period 
between September 1 and December 1, 1930. The study, he 
said, showed that trucks had carried 32,957 tons, while the rail- 
roads had carried only 17,797 tons. He said that the figures 
did not include the tonnage carried by trucks to Cleveland, 
estimated at 6,055 tons. Cleveland, he said, was omitted be- 
cause of its short distance from Akron. 

“Since the study covering the above period,” says Mr. Witt’s 
application, “the competition of motor trucks has become very 
acute until at the present time it is reliably estimated that 
instead of 65 per cent of the tonnage to central freight asso- 
ciation territory moving via motor truck the percentage has 
increased to 75 per cent or better. Rubber tires and rubber 
articles are peculiarly adapted to motor transportation in that 
many of the branches of the rubber companies and the places 
of business of the dealers are not located on railroad sidings, 
making it necessary that a trucking service be performed from 
railroad team tracks at destination. The motor truck not only 
makes store-door delivery, but will accept mixed shipments of 
all kinds of merchandise, charging for the entire shipment the 
carload rate applicable on the tires.” 

“Your petitioner feels that the rates which it desires to 
publish, together with the provision to mix other articles, will 
equalize the position of the rail carrier with that of the motor 
truck, and enable it to return a substantial portion of the ton- 
nage to its rails. 


“Your petitioner desires to state further that its principal 
source of revenue is derived from tonnage which it moves to 
and from the Akron district, in which the rubber industry pre- 
dominates. Operating revenues of your petitioner have de- 
creased in the period January 1 to May 31, 1931, 32.1 per cent, as 
compared with the same period in 1930.” 

An analysis of the movement of rubber tires between Janu- 
ary 1 and May 31 as compared with the same period in 1930, 
said Mr. Witt, showed that in 1931 tires constituted 2,292 cars 
out of a total handled of 19,835 cars, or 11.6 per cent. In 1930, 
Mr. Witt said, the railroads handled 4,310 cars of rubber goods 
out of a total of 28,001, or 15.3 per cent. In the period from 
January 1 to May 31, 1931, the Akron, Canton & Youngstown, 
the petition said, handled 11,025 cars coming under the classifi- 
cation of “products of manufacture and miscellaneous” as 
compared with 15,992 cars in the same period in 1930, a de- 
crease of 4,969 cars. The decrease in tire shipments, he said, 
alone amounted to 2,018 cars, or 40.6 per cent of its loss of 
freight under that classification. 

The application is for permission to make rates on carloads 
of tires and parts thereof and mixed carloads of rubber goods 
and such things as battery boxes. 
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Rates proposed on the tires are: Detroit, 35 cents; Flint, 
39; Kalamazoo, 41; Pontiac, 38; Cincinnati, 41; Cleveland, 20; 
Indianapolis, 44; Chicago, 47, and St. Louis, 58. On the mixed 
carloads the proposal is to make rates as follows: Flint, 48.5 
cents; Kalamazoo, 53.5 cents; Pontiac, 51.5; Cincinnati, 52; 
Cleveland, 27; Indianapolis, 54; Chicago, 57, and St. Louis, 69.5. 

The Union Pacific, also to meet truck competition, has 
asked permission, on one day’s notice, to reduce rates in its 
I. C. C. 3598, from Ogden, Utah, to Las Vegas, N. M., on paper 
boxes, gummed paper, toilet paper, paper towels, and so forth, 
40,000 pounds minimum, to 58 cents; and on paper, paper bags, 
blotting boards, newsprint and wrapping paper, 40,000 pounds, 
to 45 cents to take the place of the present class rates ranging 
from 90 cents to $1.52. The applicant desires quick publication 
to be in a position to get the business when it begins moving. 

The Seaboard Air Line has filed a new tariff, its I. C. C. 
A-7552, effective July 6 and expiring in one year, carrying re- 
duced rates, less-than-carloads, on petroleum and its products, 
from Jacksonville, Miami and Tampa, Fla., to Florida destina- 
tions to meet truck competition. 











INTRA-WAREHOUSE RAILROAD 


Vastly increased efficiency has been achieved by the 
Chicago Tribune, according to its traffic department, in ware- 
housing its boat-delivered newsprint through the recent installa- 
tion of a unique intra-warehouse railroad system. 

The Tribune’s warehouse fronts 1,034 feet on the Chicago 
River, and has a capacity of approximately 24,000 tons of news- 
print. Boats from the Tribune paper mills at Thorold, Ont., 
pull up alongside the warehouse and are unloaded with specially- 
designed cranes. Formerly the newsprint rolls were transferred 
to their various storage places by a large crew of men using 
hand trucks. 

A narrow-gauge track running the length of the warehouse 
was completed about June 1. Small four-wheeled trucks built 
to accommodate a single roll now receive the paper and convey 
it speedily by gravity to the most distant points in the ware- 
house. Wooden platforms which meet the track at right angles 





Narrow gauge gravity “railroad” in the warehouse of the Chicago 

Tribune, at Chicago, recently installed to eliminate hand trucking. 

The heavy rolls of paper are deposited by a crane from the boat 

on a runway (in foreground) and rolled a short distance into the 
warehouse onto small rail dollies. 


permit the paper to be finally rolled into place. <A _ portable 
tiering machine assists in stacking. Empty trucks return on 
a second track which is entered through an automatic switch. 
A spring bumper provides the initial impulse for the return 
trip, at the end of which the returning trucks are elevated into 
receiving position by a chain conveyor working on an incline. 

The first track to be installed has a length of 480 feet. A 
second system, soon to be completed, will run the opposite 
length of the warehouse and will be 554 feet long. 

The new system was designed and installed under the 
direction of Fred von der Horst, superintendent of the Chicago 
Tribune receiving department. 

“We unloaded and stored our last boatload, consisting of 
3,031 tons of newsprint, in 15 hours and 15 minutes,” Mr. von 
der Horst said. 
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CALIFORNIA MOTOR LAWS 


The position of the highway carrier in California is sub- 
stantially advanced, according to Arthur H. Samish, secretary- 
manager of the Motor Carriers’ Association of California, by 
laws enacted by the last session of the legislature and approved 
by the governor. The association, he says, was successful in 
obtaining the passage of every bill sponsored by it and no 
important measure of an adverse nature to the industry was 
passed. 

Perhaps the most important single enactment, it is stated, 
Was passage of assembly bill 1572, relating to issuance of cer- 
tificates of public convenience and necessity. It specifically 
provides that a motor stage company operating in any given 
territory shall have an opportunity to furnish required new 
service before a new applicant may secure a certificate from 
the State Railroad Commission to establish a competing service. 
While the legislation passed at the last session is in the interest 
of established, responsible highway operators, it is hostile to 
so-called ‘“wild-catters” and places the industry on a _ sound 
footing, it is stated. 

“This showing,” said Mr. Samish, “is particularly remark- 
able when it is remembered that the legislatures of other states 
throughout the country, doubtless because of the railroad at- 
tack on highway and other competing forms of transportation, 
have been active in devising new and restrictive laws to hamper 
the highway carriers in every direction. 

“Taken as a whole, the successful legislative program of 
the California association sets up a new structure of protective 
legislation for the highway passenger carriers. 

“The new laws provide for drastic measures against the 
so-called ‘wildcat’ stages that have been preying for years on 
the traveling public; for liberal extensions of the limits as to 
sped and the height and weight of equipment; for the regula- 
tion of transportation agents, who are placed under the juris- 
diction of the State Railroad Commission; for the regulation 
of interstate carriers operating on the state highways; for the 
protection of existing lines, in any given territory, against unfair 
competition. 

“In addition to these, and the long list of other specific 
measures, the new state motor vehicle act carries a score of 
provisions of benefit to the motor stage operators of the state. 

“Not the least important of these is one provision assign- 
ing to the state highway patrol—a force of 600 men—the duty 
of enforcing the laws against ‘wildcats,’ and all other protective 
motor stage legislation. 

“Other new statutes confer on the State Railroad Com- 
mission new powers of enforcement of distinct benefit to the 
legitimate operators, while others confer similar powers on the 
State Board of Equalization with reference to tax evaders that 
have been competing with the legitimate lines without paying 
their just share of the burden of highway upkeep.” 





MOTOR FREIGHT INQUIRY 


The Alabama Public Service Commission has undertaken a 
general inquiry into the operation of common carrier motor 
freight lines in the state. Study will be made of the part they 
are playing in the transportation system and whether they are 
running at a loss or a profit. 

The motor freight business in Alabama, according to files 
of the commission, is having hard sledding. A large number 
of lines have discontinued operation since January 1, the com- 
mission having revoked their license for failure to keep insur- 
ance in force. A line that permits its insurance to lapse is 
regarded as an unprofitable line. Despite these facts the com- 
mission continues to receive applications for new freight and 
passenger motor lines. 


TRUCK COMPETITION IN GERMANY 


The German State Railroad Company has solved the truck 
competition question by the grant of a monopoly to a private 
firm, Schenker & Co., to regulate the competition and compel 
private transportation firms to conform with the conditions 
under which the state railway intends to work, according to a 
report by Raymond H. Geist, United States consul at Berlin, 
published in Commerce Reports, a publication of the Depart- 
ment of Commerce, dated June 29. 

The direct aim of the contract between the state railway 
and the firm is to prevent private companies from transporting 
freight by motor over long hauls. The long haul trucking busi- 
ness is seriously competing with the state railroads. Schenker 
& Co. is an international organization cooperating with trucking 
concerns in many cities. 

According to Consul Geist, the primary obligation of the 
firm is to work up business for the state railway. To do that 
the firm is to work up business for the state railway by the 
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establishment, among other things, of what would be called 
off-track stations in this country, and the collection of freight. 
Schenker & Co., according to the report, are to use their large 
powers and privileges to prevent freight being shipped by 
means other than the state railroad. The firm is also to haul 
to and from railroad stations and may employ subsidiary firms 
in the performance of its duties. The firm is to pay 20 per cent 
of its profits as gatherer of freight to the state railway. That 
payment is to be used in part payment of the subventions the 
state railway is to give Schenker & Co. 

Door to door service is to be established in the effort to 
overcome the competition of trucks with the railroad, part of 
which effort will be to afford a service at a cost making it 
unprofitable for shippers to do their own hauling. 


DISCONTINUATION OF TRAINS 

Petitions for injunctions to restrain the Louisiana Public 
Service Commission from interfering with discontinuing passen- 
ger trains have been filed in federal court at New Orleans and 
will be brought up for hearings to determine whether the tem- 
porary writs be made permanent July 6. The actions were filed 
by the Missouri Pacific Railroad Company and the New Orleans, 
Texas & Mexico Railway Company (Gulf Coast Lines). 

The Missouri Pacific plans to discontinue its motor trains 
Nos. 457 and 458 (schedule Noss. 35 and 36), operating between 
Kinder and Alexandria, a distance of 61 miles. The Gulf Coast 
Lines seek to discontinue passenger trains Nos. 37 and 38, 
between Kinder and Anchorage, a distance of 99.6 miles. All 
trains involved are locals. It is claimed by both railroad com- 
panies that the trains they seek to discontinue are operated at 
a loss, and that adequate service for the public is furnished by 
other trains. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 20 totaled 
739,116 cars, according to the car service division of the Amer- 
ican Railway Association. This was an increase of 6,663 cars 
above the preceding week this year but a decrease of 181,529 
cars below the corresponding week last year and a reduction 
of 330,758 cars under the same week two years ago. 


Revenue freight loading by districts the week ended June 20 
and for the corresponding period of 1930 was reported as follows: 





Eastern district: Grain and grain products, 5,252 and 5,607; live 
stock, 1,827 and 1,833; coal, 26,537 and 34,292; coke, 1,191 and 1,960; 
forest products, 2,410 and 3,290; ore, 2,286 and 5,958; merchandise, 
L. CC. L., $9,513 and 65,058; miscellaneous, 67,898 and 87,238; total, 1931, 
166,914; 1930, 205,236; 1929, 245,583. 

Allegheny district: Grain and grain products, 2,429 and 2,766; live 
stock, 1,408 and 1,402; coal, 26,019 and 32,960; coke, 2,634 and 4,786; 
forest products, 1,696 and 2,652; ore, 5,372 and 11,441; merchandise, 
L. C. L., 44,796 and 50,686; miscellaneous, 57,444 and 82,496; total, 1931, 
141,798; 1930, 189,189; 1929, 223,801. 

Pocahontas district: Grain and grain products, 203 and 222; live 
stock, 123 and 150; coal, 32,571 and 34,854; coke, 253 and 354; forest 
products, 933 and 1,351; ore, 336 and 553; merchandise, L. C. L., 6,024 
and 6,837; miscellaneous, 6,497 and 7,456; total, 1931, 46,940; 1930, 51,777; 
1929, 58,611. 

Southern district: Grain and grain products, 2,819 and 3,808; live 
stock, 1,024 and 1,424; coal, 14,089 and 16,757; coke, 374 and 496; forest 
products, 9,299 and 14,316; ore, 606 and 1,031; merchandise, L. C. L., 
35,664 and 38,069; miscellaneous, 45,377 and 47,596; total, 1931, 109,252; 
1930, 123,497; 1929, 143,029. 

Northwestern district: Grain and grain products, 7,328 and 8,403; 
live stock, 6,093 and 6,301; coal, 3,639 and 4,494; coke, 811 and 1,486; 
forest products, 7,302 and 12,769; ore, 19,781 and 40,846; merchandise, 
L. C. L., 27,233 and 31,757; miscellaneous, 32,658 and 42,996; total, 1931, 
104,845; 1930, 149,052; 1929, 173,006 

Central Western district: Grain and grain products, 9,152 and 
13,670; live stock, 7,329 and 8,488; coal, 4,177 and 6,058; coke, 100 and 
114; forest products, 5,797 and 8,996; ore, 1,962 and 2,899; merchandise, 
L. C. L., 29,877 and 33,096; miscellaneous, 49,537 and 56,567; total, 1931, 
107,431; 1930, 129,888; 1929, 145,858. 

Southwestern district: Grain and grain products, 5,580 and 5,221; 
live stock, 1,750 and 1,727; coal, 2,305 and 3,082; coke, 88 and 5 
forest products, 3,177 and 6,263; ore, 297 and 465; merchandise, Oe ot 
14,526 and 15,253; miscellaneous, 34,213 and 39,857; total, 1931, 61, 936: 
1930, 72,006; 1929, 79,986. 

Total, all roads: Grain and grain products, 32,763 and 39,697; live 
stock, 19,554 and 21,325; coal, 109,337 and 132,497; coke, 5,451 and 9,334; 
forest products, 30, 614 and 49 ,637; ore, 30, 640 and 63,193; merchandise, 
be ©. Bey Bht,400 and 240,756; miscellaneous, 293,624 and 364,206; total, 
1931, 739, 116; 1930, 920, 645; 1929, 1,069,874. 


Loading of revenue freight in 1931 compared with the two 
previous years follows: 


1931 1930 1929 
Five weeks in January............see- 3,490,542 4,246,552 4,518,609 
POUr Weens in PeDruary.....c.cccccccs 2,835,680 3,506,899 3,797,183 
Four weeks in March...............00. 2,939,817 3,515,733 3,837,736 
ae WOE BT BIE. 6 oc oc cccsccwwccecw Em 2,985,719 3,618,960 3,989,142 
a ke errs 3,736,477 4,593,449 5,182,402 
ee Oe eres 760,890 935,582 1,055,768 
pL ee 8 Sa eee 732,453 926,066 1,069,670 


ee ee 739,116 920,645 1,069,874 
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AIR PROGRESS IN NORTHWEST 


Optimistic views regarding air service developments in the 
northwest were expressed by W. Irving Glover, Assistant Post- 
master-General, when he returned to Washington this week 
after covering approximately 3,000 miles in the air on a survey 
of air mail and passenger lines in that part of the country. 

“Practically every plane used by me,” he said, “carried 
capacity loads. One of the Pacific Air Transport planes in 
which I flew contained 14 passengers from San Francisco north 
to Portland and Seattle. The most satisfied and contented pas- 
senger in the whole lot with whom I have ever ridden was a 
three months’ old baby girl.” 

Mr. Giover inspected the lines of the Pacific Air Transport, 
the Varney Lines, the Boeing Company from the Pacific coast 
to Chicago; the National Parks Airways, from Great Falls, 
Mont., to Salt Lake City; the Western Air Express, from Chey- 
enne to Pueblo; the National Air Transport, from Chicago to 
Cleveland, and the Pennsylvania Air Lines, from Cleveland to 
Washington, D. C. 

“T have reported to the Postmaster-General,” said he, “that 
there is a more general use of the airplane for passenger serv- 
ice in the west and northwest than in the east. The people 
of the west seem to appreciate the element of time saved by 
use of the air as a means of transportation. I noticed during 
my travels that many salesmen Were found among the air pas- 
sengers. By using this means of transportation so much greater 
territory can be covered by them and at less expense.” 

Mr. Glover praised the operators of the various lines in- 
spected. He said he was especially pleased at the manner in 
which the Boeling Line handled its business, stating that, in his 
judgment, it excelled any passenger carrying line in the world. 

“Every last detail was considered,’ he pointed out, “not 
alone in the operator’s end but in the transportation department, 
looking to the comfort and convenience of the passengers on 
the coast to Chicago trip. But all of the lines over which I flew 
have appreciated the fact that this is just another development 
in the transportation problem of the country, and they have 
set about to do their full share in making it a worthwhile 
service.” 

Mr. Glover called attention to the fact that throughout his 
extended trip it was almost an unusual thing for a plane to be 
late. 

“This was true,” he said, “notwithstanding that at various 
central field postoffices great quantities of air mail had to be 
worked before the departure of the ship could take place.” 

Mr. Glover predicted that within the next few months it 
was his opinion that the air mail service would be carrying a 
million pounds of mail each month. 

“To take care of the volume of this mail,’ Mr. Glover de- 
clared, “consideration will have to be given to the enlargement 
of certain air mail field postoffices so as not to unnecessarily 
delay the departure of planes carrying passengers. This is in 
line with the desire of the Postmaster-General not to delay, but 
to expedite, not alone air mail, but the handling of passengers 
as well between these various destinations.” 

Mr. Glover said he learned from conversations with pas- 
sengers he met in the air that one thing uppermost in their 
minds was the demand for increased speed in flying. 

“It is certain,” said he, “that a majority of those who travel 
by air are not going to be satisfied with a speed of 90 or 100 
miles an hour, but will demand a cruising speed of from 135 
all the way to 170 miles an hour.” 





AIR LINE PASSENGER FARES 


Reductions ranging between ten and twenty per cent in 
passenger fares between Chicago and the Pacific coast were 
announced by United Air Lines July 1. At the same time, a 
system of common point rates, long a part of rail passenger 
fare structures, is being inaugurated, whereby the same fares 
apply between Chicago and Los Angeles, San Francisco, Port- 
land, Tacoma, Seattle, and Spokane. The new rates are $150 
from Chicago; $169.75 from Cleveland to the Pacific coast, and 
the transcontinental rate from New York, $200. The reductions 
apply to all divisions of United Air Lines—National Air Trans- 
port, Boeing Air Transport, Varney Air Lines, and Pacific Air 
Transport. 

Local fares on Varney Air Lines were also reduced approxi- 
mately 20 per cent July 1. 





AIRPORT TRAFFIC PROBLEMS 


Studies of the traffic flow at more than a score of airports 
throughout the country with a view to increasing further the 
safety of airport operations and increasing the capacity of air- 
ports to handle traffic by making these operations more efficient, 
are being undertaken for the committee on airport traffic control 
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of the Department of Commerce by a number of subcommittees, 
according to Harry H. Blee, director of aeronautic devolpment 
of the department, and chairman of the committee. The work 
of the subcommittees will include studies of airplane movements 
to and from individual airports to determine existing traffic 
conditions and periods of greatest density in traffic; estimates 
of the volume and maximum density of the traffic that prob- 
ably will be passing through the various airports in the next 
three to five years; studies of landing area layouts from the 
standpoint of traffic flow and the suitability of servicing and 
terminal arrangements; the time-studying of airport traffic op- 
erations in order to determine the delay points; and recom- 
mendations as to the extent and character of signal systems 
which seem necessary or desirable in connection with control 
of airport traffic. 


RETAIL DELIVERY SERVICE 


A study of principal problems involved in the rendering of 
delivery service by retail stores will shortly be begun by the 
United States Commerce Department, Dr. Frank M. Surface, 
Assistant Director of the Bureau of Foreign and Domestic Com- 
merce, announces. The survey is being undertaken at the 
request of the National Retail Dry Goods Association, which 
will cooperate in carrying out the work. 

“The question of retail delivery—its cost, benefits and draw- 
backs to both merchant and consumer—is recognized as one of 
the vital points bearing upon the efficient and economic dis- 
tribution of merchandise in the country today,” Dr. Surface 
said. “The delivery service survey is designed to bring out the 
basic facts of the subject on a broader basis than has ever 
been done in the past, and in a form which will aid the in- 
dividual merchant to gauge the relative value and effectiveness 
of his own delivery policies.” 

The retail delivery study as outlined by the Merchandising 
Research Division of the Department which will conduct the 
work is to be nation-wide in scope. Department stores, dry 
goods and specialty establishments in representative cities of 
various sections will be contacted directly or through question- 
naires in order to elicit the information which is expected to 
indicate the comparative results obtained from the different 
types of delivery service used. 

The data as obtained from these concerns will be classi- 
fied by both type of store and size as indicated by annual sales 
volume, in order to provide convenient standards of measure 
for use by other stores of similar size and type in studying 
their own delivery situation. 


All forms of delivery service will be examined by the Com- 
merce Department in the course of its study. The principal 
groupings under which the services will be analyzed include 
private delivery operated: by the individual store for its own 
use, cooperative delivery combinations, consolidated deliveries 
furnishing facilities on a contract or individual service basis, 
and finally deliveries effected by parcel post, special delivery 
and common carrier. 


“Particular care will be exercised to make the results of 
the delivery survey comparable on a territorial basis,” Dr. 
Surface said. “Cities in which the study is conducted will be 
grouped on the basis of area and density of population, as well 
as with respect to the particular types of delivery service which 
are predominantly used. 

“Special studies will be made of the various types of 
delivery areas comprising a city district, dividing these into 
urban, suburban and rural sections, and developing the special 
problems connected with each. Detailed examination is also 
planned of definite communities within the city to determine 
the extent of duplication in the services provided by the different 
delivery systems operating within the area.” 


The results of these investigations are expected to bring to 
light many fundamental facts relative to cost of operation and 
comparative efficiency of the various delivery services employed 
in the different lines of business, and the several cities and 
territories studied. The data obtained, it is believed, will pro- 
vide a scientific basis for efforts looking to reduction of delivery 
expense, with improvement of service and resultant benefit to 
both merchant and consumer. 

The study is also expected to provide the individual retailer 
with a more exact basis for judging the factors which determine 
the general profit or loss involved in rendering delivery service 
in his particular line. 

The Retail Delivery Service Survey will be carried out 
under the direction of H. C. Dunn, Chief of the Merchandising 
Research Division of the Bureau of Foreign and Domestic Com- 
merce. E. C. Sheeler, Chief of the Special Trade Studies Sec- 
tion, will be in immediate charge. The field work of the survey 
will be in the hands of R. S. Charles, Business Specialist of the 
Bureau. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A trafic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Shipper’s Load and Count—Effect of Where Goods Improperly 
Loaded or Packed by Shipper 


Maryland.—Question: Can you cite any court decisions 
where it has been held that a carrier is liable for accepting a 
shipment not properly loaded or packed, where such condition 
could have been easily detected, even though same moved out 
as a shipper’s load and count consignment? 

For instance, a shipper’s load and count consignment moved 
out of a station with the cartons open, which could have been 
detected through an inspection by the railroad company’s rep- 
resentative. 


Are there court decisions which hold that the carrier should 
inspect a shipment, when taken into his possession, regardless 
of the fact that it is a shipper’s load and count consignment? 

We do not see why a carrier should accept a shipment 
Which would penalize the consignee on account of not complying 
with certain specifications when the conditions which cause 
the penalty accrues to the consignee and could have been de- 
tected by an inspection on the part of the railroad company— 
even though it were a shipper’s load and count consignment. 

Reference to any decision you can cite covering a case of this 
kind will be appreciated. 

Answer: Section 21 of the bills of lading act provides, in 
part, as follows: 


That when package freight or bulk freight is loaded by a shipper 
and the goods are described in a bill of lading merely by a state- 
ment of marks or labels upon them or upon packages containing 
them, or by a statement that the goods are said to be goods of a 
certain kind or quantity, or in a certain condition, or it is stated in 
the bill of lading that packages are said to contain goods of a certain 
king or quantity or in a certain condition, or that the contents or 
condition of the contents of packages are unknown, or words of like 
purport are contained in the bill of lading, such statements, if true, 
shall not make liable the carrier issuing the bill of lading, although 
the goods are not of the kind or quantity or in the condition which 
the marks or labels upon them indicate, or of the kind or quantity 
or in the condition they were said to be by the consignor. The car- 
rier may also by inserting in the bill of lading the words ‘“‘shipper’s 
weight, load and count,” or other words of like purport, indicate that 
the goods were loaded by the shipper and the description of them 
made by him; and if such statement be true, the carrier shall not 
be liable for damages caused by the improper loading or by the non- 
receipt or by the misdescription of the goods described in the bill 
of lading. 


While the meaning of section 21 of the bills of lading act 
is not any too clear, due to the inapt wording thereof, its appar- 
ent effect is to exempt the carrier from liability for shortage 
when the shortage is due to the non-receipt of the goods; for 
damage caused by improper packing or loading of the shipment; 
or for liability in the event that the actual contents of the 
packages do not coincide with the description thereof on the 
bill of lading, when the loading of the shipment is performed 
by the shipper. In other words, the effect of section 21 of 
the bills of lading act is that the carrier does not vouch for 
the statements in the bill of lading as to the contents, condition 
or number of the packages described in the bill of lading, 
where the freight is loaded by the shipper. 

We can locate no decisions which relate to the effect of a 
shipper’s load and count notation, in so far as the carrier’s lia- 
bility for accepting improperly loaded or packed goods is con- 
cerned. 

In M. C. Johnson Motor Co. vs. Payne, 107 S. E. 252, the 
court construes the provisions of section 21 of the bills of lad- 
ing act, in so far as they relate to the matter of proof of the 
condition of the goods at the time they were delivered to the 
carrier is concerned, but not as to the effect of the provisions 
of section 21 as regards the liability of the carrier for injury 
resulting from its acceptance and transportation of goods which 
are improperly loaded or packed, except it be implied from the 
decision, by reason of the failure of the court to consider the 
matter of the carrier’s duty to inspect the manner of loading 
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of cars moving under bills of lading containing a shipper’s load 
and count notation, that there is no such obligation on the part 
of the carrier. 

In this case the court said: 


The rule as to shipper’s load is the same as shipper’s count. 
Where carload lots are taken on ‘‘shipper’s load and count,” there 
is a presumption, but it is only prima facie, and not conclusive. 

The federal statute (Comp. St. sec. 8604k) is not in conflict with 
this. It reads: 

“The carrier may also be inserting in the bill of lading the words 
‘shipper’s weight, load and count,’ or other words of like purport, 
indicate that the goods were loaded by the shipper and the descrip- 
tion of them made by him; and if such statement be true, the carrier 
shall not be liable for damages caused by the improper loading or 
by the non-receipt or by the misdescription of the goods described in 
the _ of lading. The exceptions that raise this question are sus- 
tained. 


We can locate no other cases which have any bearing on 
the question. 


Construction and Maintenance by Carrier of Switch Connection 
with Private Sidetrack 


Illinois —Question: We have a private sidetrack at our 
plant extending several hundred feet in a southerly and several 
hundred feet in a northerly direction, making one single track. 
The southerly portion of the sidetrack is controlled by a spur 
track from the main line of the railroad, which spur is operated 
from the main line tower of the railroad by an interlocking 
system. The portion of the sidetrack running in a northerly 
direction is controlled by a hand switch placed some 25 feet 
beyond the point where the interlocking system from the main 
line connects with our sidetrack. Therefore, we have no con- 
trol over the spur track controlled by the interlocking system. 

The railroad company claims that we must bear the expense 
of maintenance of this spur track. It is our opinion that the 
cost of maintenance should be borne by the railroad company, 
in accordance with paragraph 9, section 1, of the interstate com- 
merce act, which specifies maintenance as a condition. There 
is no lack of business involved, as our daily incoming and out- 
going business furnishes sufficient business to justify mainte- 
nance. 

Answer: In Dering Coal Co. vs. C. C. C. & St. L., 96 I. C. C. 
143, the Commission held that the switch connection asked for 
by the complainant between the track constructed by it from 
its coal mine near El Dorado, Ill., and the line of the defendant 
was reasonable, practicable, and could be put in with safety 
and would furnish sufficient business to justify its construction 
and maintenance, and ordered the connection made under the 
provisions of section 1 of the interstate commerce act. 

In this case the Commission said: 


In asking that we require the defendant to construct a switch con- 
nection with its switch track, complainant relies upon paragraph 9 
of section 1 of the interstate commerce act. Before our authority 
under this paragraph can be invoked certain conditions must be 
observed. The complainant must be the owner of a lateral branch 
line of railroad, or a shipper tendering interstate traffic for trans- 
portation. The connection must be reasonably practicable, and one 
that can be put in with safety, and will furnish sufficient business 
to justify the construction and maintenance of same. * * * 

We find that complainant’s siding has been constructed; that 
application in writing has been made by complainant for a switch 
connection therewith, and that interstate traffic has been tendered 
by complainant within the meaning of section 1 of the act; that there 
will be sufficient business to justify the construction and maintenance 
of the proposed connectinn; that the proposed connection is reasonably 
practicable and can be put in with safety; and that it should be con- 
structed and maintained by the defendant. No finding or order with 
reference to alleged damages sustained will be made. This is without 
prejudice to complainant to pursue such remedy as it may have in 
a court of competent jurisdiction. 

An appropriate order will be entered. 


It seems clear that, if you had applied to the Commission 
for an order directing the carrier to make a switch connection 
with your industry track and the portions of the track which 
are controlled by the interlocking switch connection with your 
industry track, the Commission would, if the conditions referred 
to in the first paragraph of the quotation above from the Dering 
Coal Company case existed, require the carrier to construct and 
maintain these portions of the track. It seems to follow that 
if there is no contractual arrangement to the contrary and these 
portions of the track in question constitute a part of the car- 
rier’s switch connection with your industry track, that the car- 
rier can be required to maintain the same. 

We, however, locate no cases which deal with this feature. 


Damages—Incidental—Overhead Expenses 


Connecticut.—Question: In filing loss and damage claims 
we have included a charge of 25 cents to cover the cost of pre- 
paring, filing and mailing the same. In some instances the car- 
riers have recognized the justice of this charge, but in most 
cases it has not been entertained, presumably because the act 
reads: 

“Full actual loss or damage to property.” 

We can find no basis in law for the inclusion of this item 
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in our claims, although we frankly feel it is chargeable to the 
carrier. It is the view of some that if the carriers paid this 
charge it might be considered a form of rebate. 

Can you cite any decisions covering the question? 

Answer: We are not aware of any decision of the courts 
in which a stated sum or a percentage of the value of the ship- 
ment to cover the cost of preparing and filing claims has been 
allowed as incidental damages. 

The amount of damages for loss, injury or delay is ordi- 
nariy based upon the value of the shipment at its destination 
at the time the goods arrived or should have arrived in the usual 
course of transportation, and this amount includes no incidental 
expenses of this nature. 

However, in this connection, see L. & N. R. Co. vs. Johnson, 
10 S. W. (2d) 1104, in which case it was held that in a shipper’s 
action against a railroad company for conversion of water- 
melons, the court should have confined evidence and instructions 
on the question of damages to the value of the goods at the 
time and place of conversion and excluded all testimony as to 
the expense to which the plaintiff was put in investigating and 
preparing the case against the defendant. 


Tariff Interpretation—Application of Rule 29 of Classification 


Mississippi.—Question: what would be the minimum charge 
on an article 24 feet in length, 18 inches wide, and 6 inches 
thick? 


What I have in mind is an iron beam. My understanding 
is that an article to exceed 12 inches in diameter or other dimen- 
sions the beam measurement would have to exceed 12 inches all 
around, that is, 12 inches wide and 12 inches thick; that when 
exceeding 12 inches, as mentioned, the minimum will be 4,000 
pounds at first class rate, otherwise 1,000 pounds at first class 
rate. 

Answer: Under the provisions of paragraph (b) of rule 29, 
an article exceeding 22 feet but not exceeding 36 feet in length, 
and not exceeding 12 inches in diameter or other dimensions, 
is chargeable at actual weight and authorized rating, subject 
to a minimum charge of 1,000 pounds at the first class rate for 
the entire shipment. 

The provisions of paragraph (b), of rule 29, were prescribed 
by the Commission in its decision in Minimum Charges on 
Bulky Articles, 38 I. C. C. 257. The reasons for the publication 
of the exception to paragraph (a), of rule 29, as the Commission 
terms paragraph (b) in its report in the above referred to case, 
are fully set forth on pages 260 and 261 thereof. 


Under the provisions of rule 29 the shipment in question 
is, in our opinion, subject to the minimum charge provided for 
in paragraph (a), by reason of the fact that as the article is 
18 inches wide it does not come within the maximum size pro- 
vided for in paragraph (b), namely, 12 inches in diameter or 
other dimensions, the term “other dimensions” excluding the 
article from the provisions of paragraph (b). 


Routing and Misrouting—Conflict Between Route and Destina- 
tion Shown in Bill of Lading 


New Jersey.—Question: A shipment moved to Syracuse, 
N. Y., via P. & R., N. Y. C. to Martisco, N. Y., thence M. & O. L. 
to Lake Otisco Siding, New York. 

This shipment was accepted by the Reading Railroad, but 
the New York Central delivered it at Syracuse, N. Y., and 
then endeavored to assess a rate to Lake Otisco, N. Y. 

The customer claims that the shipment should have been 
delivered to them at Lake Otisco, instead of Syracuse. Both 
the Reading Railroad and the New York Central have denied 
responsibility. In order that you may understand this matter 
we are attaching copies of the carriers’ letters. One of these 
letters reads, in part, as follows: 


The destination shown on your bill of lading reads—Syracuse, 
N. Y—and the route Reading Co.—N. Y. C. to Martisco, N. Y., thence 
via M. & O. L. to Lake Otisco Siding, Mm. F. 

The Reading Co. in my opinion, might have questioned the bill of 
lading before accepting same. 

The destination, as I am told, was Otisco Lake, N. Y., and not 
Syracuse, N. Y., as "shown on the bill of lading. 

If your bill of lading had read destination—Otisco Lake, N. Y.— 
route—Reading—N. . C. to Martisco, N. Y., thence via M. & O. L. 
to Lake Otisco Siding, N. Y., the agent of the Reading Co. at origin 
would have waybilled the shipment to Martisco, N. Y., via Reading— 
N. Y. C., Martisco, N. Y., being the junction point between the N. 
Y. C. and the M. & O. L. However, you state in your letter that 
the consignee gave you the destination as Syracuse, N. Y., and yet 
Syracuse was not the actual destination. 


Answer: Apparently, the basis for your contention is that 
the routing instructions shown in the bill of lading were not 
consistent with the destination shown therein, in that additional 
routing beyond that necessary to make delivery at the destina- 
tion named in the bill of lading was shown therein. 

We can locate no case specifically in point, but we believe 
that the principle of the Commission’s decision in Riverside 
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Western Oil Co. vs. M. V. R. R. Co., 42 I. C. C. 589, is applicable. 
In this case the Commission said: 


The difficulty with reference to the shipment was the result of 
three errors: The error of the shipper; the error of the initial car- 
rier’s agent in executing the erroneous bill of lading in the first in- 
stance; and the error of the North Western in not obtaining definite 
information from thé initial carrier or from the shipper as to the 
correct destination. 

Under the circumstances of this case we think that by reason 
of its own error the complainant may not impute negligence to any 
of the defendants notwithstanding the fact that defendants failed to 
meet their full duty with respect to this shipment. Woodland Lum- 
ber Co. vs. N. S. R. R. Co., 38 I. C. C. 709. We find that the charges 
collected were not shown to have been unreasonable or otherwise in 
violation of the law. The complaint will be dismissed. 


Demurrage—Application of State Debits and Credits to Inter- 
state Debits and Credits or Vice Versa 
Georgia.—Question: Referring to your answer to “Georgia,” 
on page 1330 of the May 30 issue of The Traffic World. Included 
in your answer is the following statement: 


The question as to whether interstate and intrastate debits and 
credits may be combined has not been the specific point in issue in 
a decision of the Commission. 


That was the specific point in Virginia question, stated 
on pages 42-44 of the January 3, 1931, issue of The Traffic 
World, to which I took exception in mine of January 7. 

I know of no formal case in which this point was in issue, 
but the Commission did pass upon it in Conference Ruling 506, 
issued April 17, 1917, which reads: 


Where the demurrage rules and rates on state and interstate 
traffic differ. Held, that credits on state traffic under average agree- 
ment may not lawfully be offset against the debits on interstate 
traffic. 


I am not unmindful that Conference Rulings have been re- 
scinded and may not be cited as authority in any formal pro- 
ceeding, but the principle announced in Ruling 506 is sound. 

While the demurrage rates on interstate and intrastate 
traffic in Virginia are the same, there are differences in the 
two sets of rules, one of which was prescribed by the Virginia 
Corporation Commission and is applicable on intrastate traffic 
only. 

It is, therefore, still our view that it is not permissible to 
apply credits earned on Virginia intrastate traffic to offset debits 
on interstate traffic, or vice versa. 

Answer: We are in agreement with you in the opinion 
that state and interstate debits and credits may not be credited 
or offset against eah other, but we do not believe that the basis 
for this is that they are published in separately filed tariffs, 
but that the traffic is separate and distinct. 


Tariff Interpretation—Rates from One Point Contingent Upon 
Rate from Another 


Illinois—Question: Effective July 8, 1928, there was a rate 
on a given commodity from Chattanooga, Tenn., to Wichita, 
Kan., based on Evansville, Ind. The rate from Evansville was 
6% cents less than the class rate from Memphis, as carried in 
E. B. Boyd’s Western Line Freight Tariff No. 33-K, I. C. C. 
A-1838. Effective July 14, 1928, the class rate from Memphis 
to Wichita in Tariff 33-K was canceled. No mention was made 
with regard to the cancellation of the rate from Evansville. 

The question is, what was the correct class rate to apply 
from Evansville to Wichita on shipments originating at Chat- 
tanooga, Tenn., January, 1929, in view of suspension carried in 
Suspension Supplement No. 24 to Tariff 33-K? 


Answer: Item 75 of the tariff mentioned provides, with 
certain exceptions, that proportional rates from Evansville to 
Wichita, on traffic from Chattanooga, will take rates 6% cents 
per 100 pounds less than the rates from Memphis. We do not 
consider this item self-executing, or we might reasonably con- 
tend that, in the absence of rates from Memphis in Boyd’s Tariff 
33-K, Evansville would take 6% cents less than the rates pub- 
lished in some other tariff from Memphis. However, note that 
it is the provision on page 9 of the tariff which authorizes the 
foregoing basis. Evansville as an origin or basing point is 
controlled by this page. This page provides a “List of points 
taking Memphis, Tenn., rates or arbitraries higher as provided 
below: (1) Evansville, Ind.” Reference (1) is explained on 
page 10, and directs the use of item 75 for proportional rates. 

Inasmuch as the rate from Memphis to Wichita was a class 
rate and this rate was canceled July 14, 1928, by supplement 
9 (and not suspended by supplement 24, except for alternative 
purposes in connection with certain commodities), we must 
conclude that the rate from Evansville was also canceled both 
locally and proportionally, and that the class rate in effect in 
January, 1929, from Evansville, applicable to shipments from 
Chattanooga, when moving via a route via which there is no 
joint through rate, were those published in J. E. Johanson’s 
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Tariff No. 151 series, I. C. C. No. 2008. The Evansville rate, 
authorized on pages 9 and 10, in conjunction with item 75, could 
not operate independently of the rate from Memphis, but was 
contingent upon it. 


Tariff Interpretation 


Missouri.—Question: I would like to secure the proper rate 
on empty returned oil drums, L. C. L., from Everton, Mo., and 
Independence, Kan., to Wood River, IIl., Independence, Kan., 
routed via Mo. Pac., E. St. Louis, and Big Four, and Everton, Mo., 
routed via Frisco, E. St. Louis and Big Four. 

Prior to the issuance of Southwestern Lines 151, this com- 
modity took a rating of one-half of fourth class, as per Agent 
Boyd’s Exceptions, 1-T, the rate being found in Agent Boyd’s 
18-M, I. C. C. 1865. Supplements 7 and 11 to Agent Boyd’s 
18-M canceled the class rates. This cancellation is still effec- 
tive, being brought forward in various supplements. Agent 
Boyd’s Exceptions, 207 I.-C. C. A-2056, item 585, still permits 
the half of fourth class rating on the above mentioned com- 
modity. However, Southwestern Lines Tariff 151, I. C. C. 2008, 
now publishes the class rates between points above mentioned 
and this tariff is not subject to Agent Boyd’s Exceptions 207. 
Supplement 151 to Southwestern Lines 151, on page 6, item 7-W, 
sections 3 and 4, permits us to use rates as published in other 
tariffs providing they are subject to the exceptions. 

As we previously stated, the rates in 18-M were canceled, 
that is, what the railroads contend. However, we are taking 
the stand that by putting this commodity in the exceptions it 
automatically made a commodity rate and the cancellation of 
the class rates in Agent Boyd’s 18-M would not affect this item. 
We are contending that the half of fourth class rate, as carried 
in Agent Boyd’s 18-M through to Wood River, should apply. The 
railroads are demanding settlement on basis of fourth class rate 
in S. W. L. 151, or on a combination basis over Kansas City. 

Answer: Item 7-W, supplement 151 to Southwestern Line’s 
Tariff No. 151, in section 3, provides as follows: 


If from and to the same points via any all rail route, commodity 
rates, or class rates governed by Exceptions to the Western Classi- 
fication, are provided in other tariffs lawfully on file with the Inter- 
state Commerce Commission, on articles named in section 4 in car- 
loads and less than carloads, * * * the class rates in this tariff are 
under suspension and do not apply unless provision is made in such 
other tariffs for alternative application of the rates in this tariff. 


Section 4 covers carriers or containers, second-hand, empty, 
returned. 


If the class rates published in Boyd’s tariff are still in effect, 
the Western Trunk Line Exception to the Western Classifica- 
tion makes the one-half of fourth class rates apply to these 
empty containers returned, and it is the purpose of the fore- 
going provision in supplement 151 to Johanson’s Tariff 151, 
I. C. C. 2008, to make it plain that the class rates applicable 
otherwise to these containers in S. W. L. Tariff 151 are under 
suspension wherever other tariffs carry the rates, on a com- 
modity or classification exceptions basis—that application of 
the S. W. L. Tariff 151 class rates to such traffic is under sus- 
pension in I. and S. Docket 3130. 

However, if, regardless of the suspension of the proposed 
cancellation of Boyd’s Tariff 18-M series, the carriers have can- 
celed these class rates outright, then the notice in item 7-W, 
supplement 151, to I. C. C. 2008, cannot have the effect of con- 
tinuing those class rates in Boyd’s 18-M in effect, even for ap- 
plication to shipments of empty containers returned. That 
notice merely tells the kinds of traffic on which S. W. L. 151 
rates will not apply. It does not undertake to say in what tar- 
iffs class rates are still in effect and available for empties re- 
turned. It merely states that where rates on empties returned 
are published in other tariffs S. W. L. 151 rates will not apply. As 
stated, the class rates in Boyd’s 18-M were canceled outright. 
Unless they have been later restored by supplement, they can 
have no application between points covered by S. W. L. Tariff 
151. Furthermore, Agent Johanson’s tariff cannot supplement 
Agent Boyd’s tariff. The extent of the application of Agent 
Boyd’s tariff must be published in Agent Boyd’s tariff. It pro- 
vides for the cancellation of class rates on empties returned. 
Item 7-W quoted above must, therefore, relate to some other 
tariffs. 

Furthermore, the contention that one-half of fourth class is 
a commodity rate would not avail, because the Commission has 
held in various cases that rates published by classification ex- 
ceptions are not commodity rates, but are class rates. See Boldt 
Paper Mills vs. Director-General, 55 I. C. C. 331; 62 I. C. C. 471. 

Minimum Weight—Longer Car Furnished than Ordered 


Oregon.—Question: Referring to your answer to “Oregon,” 
on page 1590 of the December 20, 1930, issue of The Traffic 
World. Your answer to this question leads us to believe that 
we should secure protection from the carriers for minimum 
weight based on a 36-foot car when loaded to full visible ca- 
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pacity. However, we are unable to make the carriers see the 
light, they stating that item 140, page 169, Henry’s Tariff 58, 
provides that the minimum weight for a 36-foot car should be 
assessed, but that they cannot allow the exception, item 135, 
relative to cars loaded to full visible capacity. We would ap- 
preciate your advising us your interpretation of the two above 
items. 

Answer: For the purpose of answering your question, we 
will assume that your shipment consisted of fir lumber. Item 
135 of Agent Henry’s Tariff No. 58, I. C. C. No. 260, provides: 


When box, stock or other closed cars are loaded to full visible 
capacity, actual weights will govern, subject to the conditions and 
minimum weights provided below, except that the minimum weight 
in no case shall be greater than provided in Item 130, for minimum 
weights based on cubical capacity of car used. * * * Lumber, fir, 
closed cars 36 feet in length, 30,000 pounds. 


Thus you have a maximum minimum weight based on 
cubical capacity of car, and a minimum minmum weight of 30,000 
pounds for a 36-foot closed car loaded to capacity with fir lum- 
ber. 

Item 140 provides: 


When it is impossible for carriers to furnish within six days after 
the receipt of order a car of the size ordered by the shipper and for 
convenience a car of a larger capacity than that ordered by the 
shipper is furnished, the large car may be used on the basis of the 
minimum weight named in the tariff for the size of car ordered by 
the shipper, provided shipment could have been loaded into such a 
car, unless actual weight is greater, when actual weight will govern. 
In case it could not have been loaded into the car ordered, then it 
will be subject to the minimum provided for a car of length and 
capacity necessary to contain the shipment. 


Clearly the minimum weights in this tariff are based on 
graduated scales and contemplate that when ordering a car the 
shipper shall specify the length desired. In our previous answer 
(page 1590, Traffic World, Dec. 20, 1930), the statement of the 
question led us to believe that the shipper had ordered a 36-foot 
ear. If he did order a 36-foot car and the carrier furnished a 
car of greater length, say, a 40-foot car, and the lumber could 
have been loaded into a 36-foot car, then the carrier must pro- 
tect a 30,000-pound minimum, but, of course, cannot assess 
charages on less than the actual weight of the shipment. 
Neither can the carrier properly deny the application of the 
36-foot car minimum, on the ground that the car actually used 
was not loaded to capacity, as provided in item 135, as the 
order for a car did not contemplate loading a 40-foot car to 
capacity. Item 140 guarantees to the shipper the same mini- 
mum weight as he would have to observe had he obtained the 
size of car ordered and loaded it to full visible capacity. 

If the shipper did not order a car of any partciular size, 
then he is governed by the size of car he accepted and loaded, 
his acceptance being taken as the equivalent of an order for a 
car of the size he accepted. 


Tariff Interpretation—Transit Privilege—Billing Shipments to 
Intrastate Transit Point and Reshipping Under Transit Rules 
to Interstate Destination 


Louisiana.—Question: Will appreciate any advice with ref- 
erence to the following subject: 

Shipments moving from points of origin to transit point on 
state rates, milled product moving from transit point to inter- 
state destinations with benefit of interstate transit. Interstate 
transit tariff permitting the privilege states that where transit is 
taken under this specific tariff that the product should move 
to the milling point on rates filed with the Interstate Commerce 
Commission. Should raw product move into transit point on 
intrastate rate, outbound tonnage applied on interstate ship- 
ments with benefit of transit, in your opinion would carriers 
be within their rights to refuse transit due to the fact that the 
raw material moved into milling point at state rates instead 
of rates filed with the Interstate Commerce Commission? 

Your opinion, as well as any reference to cases decided by 
the Commission with the same principle, will be appreciated. 

Answer: Our view is that if the transit tariff provides for 
a specific manner of billing the inbound shipments, such as 
“for transit to interstate destination,’ and also requires that 
the freight bill be registered so as to prevent it from being 
used on intrastate traffic, the shipper must bill his inbound ship- 
ments accordingly. As the Commission said in the Pillsbury 
Mills Company case, 39 I. C. C. 353: 


We have held in several cases that when for any reason a com- 
modity or its products is not forwarded from the transit point in 
accordance with the provision of the transit tariffs, the inbound 
shipments become localized and subject to the legal rate from the 
point of origin to the milling point. 


In the absence, however, of such a tariff requirement, the 
shipment billed locally to the transit point within the same 
state cannot lawfully be charged at the interstate rate, as 
interstate rates apply only to traffic the character of which is 
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able days are saved in making sales calls. 


“Los ANGELES | 
SAN DIEGO 


The Traffic World 


Se OGreat Falls 






Buyers can 


Matic: «: business calls for airplane transportation. Valu- 


get to “market” and back faster by plane. Air mail is 
already an accepted fact in business. Air Express is increasing 


rapidly. 


The increase of 1400% in air travel during the past two years 
proves alert transportation executives know that air travel can 
maintain quick communication, move goods faster and create 


more sales for his company. 


When you consider air travel your first thought should be of 
this great air transportation system—serving 38 cities in 17 
states—operating 120 airplanes—5 years and 30 million miles 


ex perience. 


Our representatives will welcome. an opportunity to tell you 
how fares have been reduced and give you complete information. 
Or write for latest Air Mail, Express and Passenger schedules. 


See list below for nearest office. 


OAKLAHOMA CITY 
FT. WORTH 


COAST to Coast: 
CHICAGO-DALLAS 
SEATTLE-SAN DIEGO 
SALT LAKE-SEATTLE 
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* Examples of United Air Lines Service 


NEW YORK TO 


aa 4 hours 
CR Goce nirasis a = 
Kansas City ..... 12 = 


Dallas (Rail-Air) .26 = 
Minneapolis ...... 114 
California ........31 me 


CHICAGO TO 


New York ....... 64 hours 
Cleveland ........ 2% * 
Remses City ..... 4% * 


err 10 hours 
PE cocawrewen 12 4 
Catermin ....60% 23 ” 
SAN FRANCISCO TO 
Los Angeles...... 3 hours 
a 5 = 
| err 6% “ 
BORG BG k6.0 000% 4y * 
PE 660 sse send 12 ™ 
re 15 " 
ce ere 20 i” 
POW TORE 440000. 28 a 


(Note—Recen. reductions make plane fares equivalent of 
train travel costs between many Cities.) 





National Air Transport .... Boeing System.... 
Pacific Air Transport .... Varney Air Lines 
Subsidiaries of 


UNITED AIR LINES 





Chicago, Ill, 400 S. Michigan 
Ave. Phone Wabash 0230. 
Cleveland, Ohio, 708 Superior, 
N.E. Phone Prospect 3300 
Dallas, Texas, 1402 Commerce 
St. Phone 7-8724 

Denver, Colo., Transportation 
Desk, Brown Palace Hotel. 
Phone Tabor 3111 

Detroit, Mich. 139 Bagley 


Ave. Phone Cherry 2911 
Kansas City, Mo., 1107 Bal- 

timore Ave. 

son 7470 


Phone Harri- 





Los Angeles, Calif., 749 S. 
Hill St. Phone Trinity 3434 

Milwaukee, Wis., North Shore 
Lines. Phone Marquette 
3770 

Minneapolis, Minn., Northwest 
Airways, Inc. Phone Dupont 
4881 

New York, N. Y., 36 W. 40th 
St. Phone Longacre 5-5170 

Oakland, Calif., Municipal Air- 
port. Phone Trinidad 1700 

Oklahoma City, Okla., Okla. 
City Airport. Phone 3-4214 


Omaha, Nebr., 15th and Har- 
ney Sts. Phone Jackson 
0625 

Portland, Ore., 331 Morrison 
St. Phone Beacon 6194 


St. Paul, Minn., Northwest 
Airways. Phone Riverview 
4500 


Salt Lake City, Utah, Hotel 
Utah. Phone Wasatch 2002 
San Diego, Calif, Lindbergh 
Field. Phone Hillcrest 4437 
San Francisco, Calif., 320 





Geary St. Phone Douglas 
1940 
Seattle, Wash., 406 University 
St. Phone Elliott 3322 
Also New York Central, Mich- 
igan Central and Boston & 
Albany R. R. Ticket Offices in 
all principal cities—also many 
offices of Burlington, Wabash, 
Grand Trunk, Missouri Pacific 
and North Shore Railroads— 
leading Hotels and _ Travel 
Bureaus and all Western Union 
Telegraph offices. 
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interstate. The character of a transit shipment in such cases 
is not determined until it is reshipped from the transit point. 
In this connection we believe we can do not better than quote 
from Memphis Merchants’ Exchange vs. I. C. R. R., 43 I. C. C. 
388. In that case it was shown that grain moved from [linois 
points to Cairo, Ill., on intrastate rates. It then moved from 
Cairo to points south of Cairo at the applicable interstate 
rates. The carriers considered the movement to Cairo an 
intrastate movement, and the movement therefrom an interstate 
movement, and while they had applicable transit tariffs which 
were complied with, because the through rate made on the Cairo 
combination they did not revise their inbound billing to Cairo 
to the interstate basis, that is, they did not protect the through 
interstate rate because of the intrastate movement up to Cairo, 
the milling point. The Commission said: 


It must be apparent that in the case of traffic moving under tran- 
sit tariffs providing for proportional rates and other arrangements, 
dependent in their applicability upon a prior or subsequent movement 
to or from the transit point, the intent of the parties must be meas- 
ured not merely by the intent of one of the parties at the time and 
place of shipment, but we must look to the fully ripened and com- 
pleted intent as expressed and executed by the party controlling the 
movement of the traffic, whether it be the original consignor or con- 
signee or the owner, who may be neither the original consignor nor 
consignee. The true and controlling intent which determines the 
character of the commerce is not fully matured and fixed until the 
party who, having the right so to do, decides, under the options law- 
fully available to him under the transit tariffs, what is to be the 
final destination of the shipment. * * * Neither the billing of the 
traffic originally to Cairo nor the registry there for transit is con- 
clusive of the intent which finally determines whether it is a state 
or interstate shipment. 


We do not believe that a mere provision that the inbound 
shipment shall be billed at the interstate rate would be valid 
as a condition precedent to the use of transit, as an intrastate 
shipment cannot lawfully be charged at the interstate rate until 
it has been converted at the transit point into a through inter- 
state movement. 


Tariff Interpretation—Courts Versus Commission 


Kentucky.—Question: Please refer to your answer to “Illi- 
nois” under the heading, “Rates—Reasonableness of—Primary 
Determination by Commission Required,” page 1441, in The 
Traffic World of June 13, 1931. 

In the last paragraph you state “the rule which requires 
the primary determination of discriminative questions by the 
Interstate Commerce Commission applies not only to those cases 
where the question involved is whether a particular practice is 
discriminatory, but likewise, to any practice of the carrier which 
gives rise to the application of a rate. No. Pac. Ry. Co. vs. 
Solum, 247 U. S. 477, 38 S. Ct. Rep. 553.” 

This would imply that a question of tariff interpretation, 
where there is no occasion for the exercise of administrative 
discretion, could only be handled with the Commission, and 
that the courts did not have concurrent jurisdiction. 

We have always been under the impression that in such 
cases, the Commission and the courts have concurrent juris- 
diction. Great Northern Ry. Co. vs. Merchants’ Elevator Co. 
(1922), 259 U. S. 285, 66 L. Ed. 9438, 946, 42 Sp. Ct. Rep. 477. 

Answer: In Great Northern Ry. Co. vs. Merchants’ Ele- 
vator Co., 259 U. S. 285, 42 S. Ct. Rep. 477, the court held that 
the construction of a railroad tariff presents only a question 
of law, but that when words are used in a peculiar meaning 
extrinsic evidence may be necessary to determine their mean- 
ing, this being true of technical words or phrases not commonly 
understood or where it may be necessary to establish a usage 
of trade or locality which attaches provisions not expressed 
in the language of the instrument. The court held that when 
such a situation arises, the function of construction is neces- 
sarily preceded by the determination of the fact question by the 
Commission. 

Limitation of Actions—Action by Carrier for Recovery of 
Charges 

Georgia.—Question: On March 14, 1929, we made a ship- 
ment on which the carriers assessed freight charges on basis 
of $2.35 per ton. On June 18, 1931, they presented undercharge 
bill based on $2.45 per ton. 

We shall appreciate your advising as to whether or not 
this undercharge bill is barred by the statute of limitations, and, 
if not, quote authority. It is the writer’s understanding that 
undercharges are barred after two years. 

Answer: Subdivision (a) of paragraph 3, of section 16 of 
the interstate commerce act, provides that all actions at law 
by carriers subject to the act for recovery of their charges, or 
any part thereof, shall be begun within three years from the 
time the cause of action accrues, and not after. 

An action by a carrier for recovery of the undercharge in 
question will not be barred until on or about March 14, 19382. 


Tariff Interpretation—Conflict in Rates 
Minnesota.—Question: Referring to your answer to “‘Minne- 
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sota” concerning conflicting rate, on page 1442 of the June 
13 issue of The Traffic World, under the above caption. While 
the Commission has continually held that the eldest rate is the 
legal rate, the United States District Court held to the con- 
trary. This is reported on page 754 of The Traffic World for 
September 28, 1929. 

Answer: It is true that the United States District Court 
in C. I. & L. Ry. Co. vs. International Milling Co., 33 Fed. (2d) 
636, held that the newer and lower rate and not the older and 
higher rate, was the applicable rate where rates to and from 
the same point were published in different tariffs and the rate 
in the older tariff had not been specifically canceled, which 
holding is contrary to the decisions of the Commission in such 
cases as Walb Construction Co. vs. C. & N. W. Ry. Co., 142 
I. C. C. 623, and Thompkins-Summers Co. vs. C. M. & St. P. 
Ry. Co., 120 I. C. C. 677. It is also true that this case was 
affirmed by the Circuit Court of Appeals in a case of the same 
title reported in 43 Fed (2d) at page 93; that a petition for a 
writ of certiorari to the circuit court of appeals was denied by 
the Supreme Court of the United States on November 24, 1930. 

However, with respect to the effect of a denial of a writ of 
certiorari by the Supreme Court, see the decision of the Com- 
mission in State of New York vs. N. Y. C. R. Co., 95 I. C. C. 
119, on page 123, of which case the Commission said: 


The decision of the highest court of the state having been in 
favor of the right or immunity under the Federal statute especially 
set up by defendant, a writ of error from the Supreme Court of the 
United States could not be sued out, and the state commission 
petitioned that court for a writ of certiorari (act of September 6, 
1916, 39 Stat. 726, c. 448) upon which to secure in that tribunal a 
review of the Federal question. The petition was denied, 258 U. S. 
621, and the pending complaint was then filed, while the withholding 
of the discretionary writ of certiorari did not imply an affirmance, 
it left outstanding the decision of the state court of last resort, under 
which complainants and others are, at least for the time being, con- 
cluded from further recourse to the state commission. 


Proof of Loss or Damage 

Illinois —Question: On several occasions, recently, we have 
been told that section 119, of chapter 114, of the old Dlinois 
track scale law, which law holds the railroad responsible for 
the full amount of grain loaded in the car, is still in effect. 

As we interpret this, the carriers would be forced to pay 
100 per cent for difference in weight in clear record claims. 

May we have your interpretation? 

Answer: The statute provision to which you refer is the one 
which, we understand, was construed by the Supreme Court of 
Illinois in Shallabarger Elevator Co. vs. Illinois Central R. Co., 
116 N. E. 171. In this case it was held that the provision of 
the bill of lading exempting the carrier from liability for dif- 
ference in the weights of grain caused by the discrepancies in 
elevator weights is contrary to public policy, so as not to be 
permitted by certain provisions of the Illinois Uniform Bill of 
Lading Act, which was adopted to prevent loss to grain ship- 
pers occasioned by delivery by carriers of smaller quantities 
of grain than were shipped. 

We are not informed as to whether this provision is still 
a part of the law of the state of Illinois. 


Waiver of Limitation Period of Section 16 of Act by Shipper 


Wisconsin.—Question: On April 4, 1928, we received a car- 
load of sand on which charges of $112.14 were paid. On May 
13, 1931, our accounting department paid on this same car an 
additional amount of $49.40, which railroad claims account error 
in rate. 

Has the railroad any legal right to collect this and, if not, 
can we file claim with them for return of this illegal collection? 

Answer: We see nothing to prevent shipper from waiving 
the provisions of paragraph 3 of section 16 of the act and pay- 
ing an undercharge after the expiration of the three-year period 
of limitation. In other words, it seems to us that, so far as the 
shipper is concerned, the provisions of paragraph 3 of section 
16 constitute a defense which may be pleaded or not, as the 
shipper sees fit, as is true of the ordinary statute of limitations, 
which, to be availed of as a defense, must be pleaded. 

While it is true that a carrier, under the construction which 
has been placed upon the Wolf case, 261 U. S. 133, 43 S. Ct. 
Rep. 259, may not lawfully refund an overcharge after the 
expiration of the limitation period provided for in paragraph 
3 of section 16 of the act, there is nothing, so far as we can see, 
to prohibit a carrier receiving the amount of an undercharge 
after the expiration of limitation period within which a carrier 
may bring an action therefor, if the shipper sees fit to waive the 
defense of the limitation period, either knowingly or unknow- 
ingly. 

If the carrier could waive the limitation period for one ship- 
per and refuse to waive it for another shipper, discrimination 
would result, but if one shipper waives the limitation period 
and another shipper pleads it, no discrimination results, for the 

(Continued on page 46) 
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Personal Notes 





Establishment by the Boston & Maine of a foreign trade 
service in Europe and elsewhere abroad, “in the interest of 
New England industries, New England ports, and of the railroad 
itself,’ has been announced by President Edward S. French. 
Administration of the service will be in the freight traffic 
department, which developed the plan, according to President 
French, and Freight Traffic Manager J. W. Rimmer has an- 
nounced the appointment of Captain Frank W. Rourke, super- 
intendent of the Mystic Terminal Company, Boston, as assistant 
freight traffic manager in charge of the expanded program. 
Captain Rourke will also have charge of the coastwise and 
intercoastal business of the railroad, and will continue in charge 
of the Mystic and Hoosac terminals. 

J. Ed. Bates has been appointed representative of the Lou- 
isiana & Arkansas and the Louisiana, Arkansas & Texas, at 
St. Louis, succeeding D. M. Dodge, assigned to other duties. 

Morgan J. Parlin, general traffic manager, Belknap Hard- 
ware and Manufacturing Company, Louisville, has become 
general traffic manager of the Whitney Transfer Company, a 
motor transport line, with its home office at Bowling Green, 
Ky. Mr. Parlin’s headquarters will continue to be at Louisville. 

J. H. Kriebel has been appointed general agent, Chicago, 
Springfield & St. Louis Railway, at Cleveland. 

Louis Harbor, formerly traffic manager, United States 
Printing and Lithographing Company and its New York sub- 
sidiaries, has become traffic manager and assistant to the 
president. 


The following appointments have been made by the Pere 
Marquette: E. T. Reynolds, assistant freight traffic manager, 


Detroit; F. W. Goldie, assistant freight traffic manager, Chi- 
cago; J. C. Harms, general freight agent, Detroit; E. M. Pot- 
ticary, assistant general freight agent, Detroit; E. L. Thrall, 


chief of tariff bureau, Detroit; J. A. Hewitt, assistant general 
freight agent, Chicago; C. H. Jens, general agent, Milwaukee; 
H. F. Walter, general agent, Minneapolis. 


, Mhove 
your PLANT 
to the Seaboard 





LACKAWANNA 


TERMINAL WAREHOUSES 3 


JERSEY CITY, N. J. 
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Henry D. Pollard has been elected president of the Central 
of Georgia, succeeding Albert E. Clift, who died. Mr. Pollard 
has been vice-president and general manager of the C. of G. 
since October, 1925, and has been in its employ since 1898. He 
is fifty-eight years old. 

T. G. King has been appointed traveling passenger agent, 
St. Louis Southwestern, with headquarters at Nashville, Tenn. 

F. K. Prosser has been appointed manager of the coal de- 
partment, Norfolk & Western, with headquarters at Roanoke, 
Va. J. B. Giltner has been appointed assistant manager of the 
coal department at Roanoke. 

W. L. Trammell has been appointed traffic manager, General 
Cable Corporation, New York. He will continue as traffic man- 
ager of the American Smelting and Refining Company, New 
York. 

M. G. Thompson, formerly connected with G. W. Sheldon 
& Co. (later the National Freight Company), has been appointed 
office manager at Chicago for the General Freight Company, 
foreign and domestic forwarder. The company is closely affili- 
ated with Pitt & Scott Corporation. 

J. E. Andrews, who joined the executive staff of the United 
States Lines, Inc., two years ago as assistant to Joseph E. 
Sheedy, has resigned to become vice-president of the Southgate 
Nelson Corporation of Norfolk, managing operator of the Amer- 
ican Hampton Roads Line. He will make his headquarters in 
the new office of the American Hampton Roads Line, New York. 

Edwin B. Broadaway, veteran cashier of the Pennsylvania, 
was honored July 1 at the company’s general offices on the com- 
pletion of fifty years of active railroad duty. Before a group 
of treasury department officials, A. J. County, vice-president in 
charge of finance, presented him with the railroad’s fifty-year 
gold service button, emblematic of his half century of continuous 
work. 

The Steamship Terminal Operating Corporation and Dela- 
ware Contracting Corporation, subsidiaries of the Jarka Cor- 
poration, announce the election of George F. Kelble as vice- 
president. 

J. M. Fitzgerald has been made vice-chairman of the com- 
mittee on public relations, eastern railroads. 

Emerson E. Parvin, secretary of the International Mer- 
cantile Marine Company for the last thirty-seven years, has 
retired on account of ill health. He has been associated with 





How? By availing yourself of the 
unusual facilities of this modern 
warehouse. From this point your 
goods ean be delivered to your 
eustomer in Manhattan within 
an hour ... as far as Albany or 
Boston within 24 hours! It puts 
your goods in easy reach of New 
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River Valley, New Jersey, 





Connecticut, Rhode Island, and 


Southern Massachusetts. 








} 
5 


AO 


seed Sey emi 


ce ee 


Cy ae 





pe 
> 
% 
~ 
5 


tha 


— 
aceite 
an in 


arth 
Sar 





July 4, 1931 


The Traffic World PAGE 41 



































Vj ne 


Symbc 
SERS 


























RAILWAY LINES ——— 














PAGE 42 





ATTRACTIVE 
INDUSTRIAL 
SITES 


LOCATE YOUR INDUSTRY 
ALONG THE 


CHICAGO AURORA AND ELGIN RAILROAD 
~~. 


Industries on the CA&E make car- 
load shipments to all parts of the 
Country through its 


Carload 
Interchange 
Connections 


With five Chicago Trunk Lines and 
three Belt Lines. 


of} <—_ 


ATTRACTIVE SITES, with all im- 


provements, are available for indus- 
tries of any nature. 


We invite you to consult with our 
Industrial Department for complete 
information. 


D CHICAGON 


|AURORA AND E_LGIN| 
\RAILROAD (qa 
C. H. SCHILDGEN, Industrial Agent 
C. D. FINNEGAN, Asst. Industrial Agent 





72 West Adams St., Chicago Phone State 0517 
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the organization since 1882 and would have completed half a 
century of service in August next year. 

J. P. Pressly has been appointed general agent, Texas Elec- 
tric Railway, at Houston, Tex. 





Doings of the Traffic Clubs 





The Junior Traffic Club of Chicago will meet at the Palmer 
House July 2, at which time Colonel Sidney Story will speak 
on “Back to the Fundamentals.” ' 

Egbert Adams, formerly with the foreign trade department, 
Department of Commerce, spoke on a “South American Trade 
Survey” at a meeting of the Women’s Traffic Club of Los 
Angeles at the Alexandria Hotel, June 24. Julia M. Turechek, 
of the Panama Mail Steamship Company,. presided. 





The Traffic Club of Cleveland held its annual outing and 
election at the Lakewood Country Club June 29. Golf and other 
sports were enjoyed by four hundred members and guests. The 
following officers were elected: President, John W. Freeland, 
freight representative, B. & O.; first vice-president, W. H. Johns, 
traffic manager, National Carbon Company; second vice-presi- 
dent, C. W. Dickinson, general agent, Illinois Central; secretary, 
J. F. Potts, traffic manager, Kelly Island Lime and Transport 
Company; treasurer, Charles R. Martin, traveling freight agent, 
Erie; board, A. C. Meyers, traffic manager, American Fork 
and Hoe Company; G. B. Montgomery, traffic manager, Strong, 
Carlisle and Hammond Company; T. F. Cahill, traveling rep- 
resentative, Cleveland-Buffalo Transit Company; G. H. Hume, 
general agent, C. & E. I.; J. M. Spangler, traffic manager, Brown 
Fence and Wire Company. 





Average attendance at the thirty-seven weekly luncheons of 
the Transportation Club of St. Paul held in the season just 
closed was 140. A picnic will be given by the club about the 
middle of July. 





The Traffic and Transportation Association of Pittsburgh 
has elected the following officers: President, M. D. Perry, 
traffic manager, Pittsburgh Screw and Bolt Corporation; vice- 
president, G. E. Greer, Union Pacific; recording secretary, H. 
B. Parmelee, Carnegie Steel Company; financial secretary, 
George J. Harrig, Nelson Steamship Company; treasurer, A. N. 
Von Pein, Oliver Iron and Steel Company; custodian, John T. 
Marko, traffic manager, Donahoe Company, Inc.; historian, R. 
W. Downer, B. R. & P. 





The New York Railroad Club’s annual summer outing was 
held at the Westchester Country Club, Rye, N. Y., June 30. 
The club has a membership of 1,929 men who are employed in 
various supervisory capacities with the eastern railroads and 
railroad supply firms. The outstanding feature of the day will 
be a special exhibition golf match of four international sports- 
men—Jesse Sweetser, first American-born to win both British 
and U. S. amateur championship crowns; Gene Tunney; R. A. 
(Dick) Jones, Jr., former Metropolitan Junior Champion, and 
George Voight, well-known golf star. The event will be ref- 
ereed by J. M. Davis, president of the Lackawanna, and George 
LeBoutillier, president of the club. Arrangements for the out- 
ing were in charge of a committee of which J. S. Doyle, assist- 
ant general manager of the Interborough Rapid Transit Com- 
pany, was general chairman. 





The Traffic Club of Chicago has lost its appeal to the 
U. S. Circuit Court of Appeals in the matter of payment of 
excise taxes on dues. The court holds that the club is social, 
rather than business, in its nature and, therefore, is properly 
subject to the tax from which it has been trying to be relieved. 
“Tris” Speaker, radio sports announcer over N. B. C. and for- 
merly with the Cleveland Indians, will speak at a luncheon 
of the club July 7, prior to attendance at a game between the 
Chicago Cubs and St. Louis Cardinals. William D. Meyerling, 
sheriff of Cook county, will be a guest of the club. 





Officers and directors of the Phoenix Traffic Club gave a 
series of three-minute talks on club activities at the last meet- 
ing of the club. There was a good attendance. W. H. Ham- 
ilton, president, spoke on membership; F. L. Hanna, vice-presi- 
dent, discussed attendance; Wayland Brown, treasurer, and 
Reid M. Rowan, director, discussed finances; Fred Goff, sec- 








! 


lab Dadaist 





| 
| 
| 
| 





July 4, 1931 


Laredo to Mexico City. . 
Eagle Pass to Mexico City 


The Traffic World 





53 Hours 
67 Hours 





PAGE 43 








GHIPMENTS under through bills of lading 
are moved across the border with utmost 
expediency; movement to final destination is 
resumed without delay, once shipments are 
cleared through customs house. 


Customs Agencies 


The National Railways of Mexico maintain official cus- 
toms agencies at El Paso, Eagle Pass, Laredo and Browns- 
ville, Texas, which are fully equipped to handle all 
shipments. The employment of these agencies affords 
many advantages, particularly in billing all customs and 
incidental charges including importation duties to be 
collected at destination. 


Fast Freight Service 


Allimport freight receives prompt and careful attention; 
is forwarded to destination on daily fast freight trains. 


For Complete Information 
Communicate with 


F. P. De Hoyos, Gen. Agt. V.H.Moscosso,Com.Agt. 
1515 Penn Bldg. Room A-21 
New York City Railwa ~~: Bidg. 
St. Louis, Mo. 


441 Monadnock Bl 
San Francisco, 


A. Horcasitas, Com. Agt. 
414 Whitney Bank Bidg. 
New Orleans, La. 


F. N. Puente, Gen. Agt. 


F. C. Lona, Gen. . 
R — Alatorre, Com. t 


oom 1520, F. » 
Twe-O-OneNorthWellsBidg. 815 Pacific Electric Bldg. 
cago, Illinois Los Angeles, Calif. 


El Paso to Mexico City . . . 101 Hours 
Brownsville to Mexico City 69 Hours 


NATIONAL RAILWAYS OF MEXICO 








GRAIN SHIPPERS! 


Start the season right by shipping through 


HOUSTON 


The 3,500,000 Bushel Public Elevator is Completed 
The Only Car Dumpers on the Gulf Coast are available at 


ns 


Facilities: 


Capacity of public elevator, 
3,500,000 bu. 
Other storage space, 5,000,- 


000 bu. 


Unloading capacity, 


150 


cars in ten hours. 
Loading capacity, 100,000 
bu. an hour. : ; 
All storage tanks equippe‘ 
with Zelany. Automatic 
Temperature Register- 
ing System for protection. 
1 Ottumwa Dumper. 
1 Link Belt Dumper. 


a 


HOUSTON 


All modern equipment gives you rapid service on your ship- 
ments and regular schedules of 67 steamship lines assure you 
bookings when and where you want them. 


HOUSTON’S FACILITIES ARE SECOND TO NONE IN THE SOUTH 
TAKE ADVANTAGE OF THEM! 


DIRECTOR OF THE PORT 


5th Floor, Courthouse 


. TEXAS 
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Increased Earnings 
More Than 500 Per Cent 


‘* FN 1920, I was employed in a local railroad office and was barely 
earning a living wage... I am now traffic manager of the King 
Company, the largest exclusive iron lamp post manufacturers in 

the United States, if not in the world . . . My training in Traffic 

Management with LaSalle is responsible for this advancement and the 

increase of more than 500 per cent in my earnings.” 


So writes John R. Meeks of Sheffield, Alabama. 


And his experience illustrates strikingly the advantage which rail- 
road men have in this growing field when they plus their present 
knowledge of railroad and transportation methods with thorough, prac- 
tical training in Traffic Management. 


_ Nor is his success exceptional. Man after man has gone from 
railroad offices into industrial or railroad traffic management—and 
found there his route to success. 


Send for Free Book 
“‘Opportunities in Traffic Management’’ 


Whatever else you do, acquaint yourself with the opportunities in 
Traffic Management! See whether this may not be the field in which 
you can carve out for yourself a splendid future. 


The coupon will bring you without obligation a 64-page book that 
points the way to the big rewards in Traffic Management and shows 
you how within a comparatively few months you can equip yourself to 
take advantage of them. LaSalle will send it to you free. 


If you are eager to enter a field that spells real opportunity clip 
and mail the coupon NOW. 


— — — — —Find Yourself Thru LaSalle!—- — — — — 


LASALLE EXTENSION UNIVERSITY 


The World’s Largest Business Training Institution 
Dept. 795-TR Chicago 


I would welcome a free copy of “‘Opportunities in 
Traffic Management.” 


(_] Traffic Management— 


Foreign and Domestic: Training for positions as Rail- 
road or Industrial Tratfic Manager, Rate Expert, Freight 
Solicitor, etc. 


Other LaSalle Opportunities 


LaSalle opens the way to success in every im- 
portant field of business. If more interested in one 
of the fields indicated below, check here: 


(C0 Higher Accountancy [] Industrial Management [] Personnel Manage- 

[|] Business Management OD Railway Accounting ment 

[] Modern Salesmanship J Telegraphy (CJ Expert Bookkeeping 

(J Railway Station Man- [| Banking and Finance (] C. P. A. Coaching 
agement (] Modern Business Corre- ([) Business English | 

[] Law—Degree of LL.B. spondence () Commercial Spanish 

|] Commercial Law C] Modern Foremanship L] Effective Speaking 
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retary, spoke on meeting dates, and E. R. Doheny on publicity. 
It was the last meeting of the season, the next to be held Octo- 
ber 12. Plans for a picnic in July were outlined. 





The annual outing of the Tri-City Traffic Club will be given 
at the Davenport Country Club July 23. Golf, horseshoes, swim- 
ming, and cards will be features of the entertainment. Lunch 
and dinner will be served and there will be numerous prizes tor 
winners at golf and horseshoes. 





The annual midsummer outing of the Transportation Club 
of Decatur will be a two-day affair, July 15 and 16, with golf 
both days at the South Side Country Club. There will be a 
luncheon for the ladies both days. A picnic, with cards, horse- 
shoes, swimming and other sports will be held the second day 
and in the evening there will be a dinner-dance. 





The midsummer golf tournament and dinner of the Indi- 
anapolis Traffic Club will be given at the Ulen Country Club 
July 9. Competition for the “Harris Silver Cup” will be a 
feature of the event. 


NORTHWEST ADVISORY BOARD 


The Northwest Shippers’ Advisory Board will hold its 
thirty-fifth regular meeting at the Y. M. C. A. Auditorium, Sioux 
Falls, S. D., July 23. Harry F. Brownell, president of the 
South Dakota Chamber of Commerce, will be the principal 
speaker at the morning session and Curtis L. Mosher, assistant 
agent, Federal Reserve Bank, will speak at the luncheon. The 
board executive committee will meet prior to the general meet- 
ing and the joint grain transportation and joint heavier loading 
committees will meet following the board session. Estimates 
will be presented by commodity committees of anticipated car 
requirements in the third quarter of the year and railroad rep- 
resentatives will tell of arrangements for handling the grain 
crop and report on other transportation matters. 

The eighth annual meeting of the Montana division of the 
board will be held at Great Falls, Mont., July 15. 


NATIONAL COMMODITY FORECAST 


Shippers of the country, through estimates submitted to the 
Shippers’ Regional Advisory Boards and made public July 2 by 
the board, anticipate that carload shipments of the 29 principal 
commodities in the third quarter of 1931 (the months of July, 
August and September), will be approximately 7,082,186 cars, a 
reduction of 724,851 cars or 9.3 per cent below the corresponding 
period in 1930. 

These estimates are furnished quarterly to the Shippers’ 
Regional Advisory Boards, which cover the entire United States, 
and are based on the best information obtainable at the present 
time by the commodity committees of the various boards. The 
Shippers’ Regional Advisory Boards have a membership of more 
than 16,000 persons representing every section of the United 
States and virtually every industry, including agriculture. 

The estimate by each board as to what freight loadings by 
cars are anticipated for the 29 principal commodities in the third 
quarter of the year, compared with the corresponding period in 
1930 and the percentage of increase or decrease follows: 


Per Cent 








Actual Estimated of Increase 

1930 1931 or Decrease 

pe errr er rer ee ree cc 866,702 811,413 6.4 decrease 
Se) Re a rr 328,859 320,075 2.7 decrease 
Ee RE 6 ckncinsedscr_acenwnne 302,991 288,583 4.8 decrease 
PGGIC TWOTTRWEBE 2. c ccc dccens ces 226,462 200,602 11.4 decrease 
reer eee ree eee 598,443 472,968 21.0 decrease 
NE I og cosa ee irk ea.v ewes ren aah 826,082 746,049 9.7 decrease 
SP eT Ee Ce 1,251,086 1,078,877 13.8 decrease 
ee rrr er ee er 626,182 527,087 15.8 decrease 
TT PAMS.-BEO.-TAGRBAS 2... cc cccesesves 503,370 482,852 4.1 decrease 
OS Sere er rrr re 704,199 683,197 3.0 decrease 
a ee re ere 542,930 554,990 2.2 increase 
I oc wines wa eseicmiewnh 152,837 142,837 6.5 decrease 
BO rrr rere ee 876,894 772,656 11.9 decrease 
WUE. bike sn ete A cee diawdeses 7,807,037 7,082,186 9.3 decrease 


“In making the compilation, each board estimated what 
freight car requirements would be for the principal industries 
found in the territory covered by that board,” says the American 
Railway Association. ‘On the basis of this information, it is 
estimated that of the 29 commodities, increases in transportation 
requirement will develop for five as follows: Citrus fruits, other 
fresh fruits, potatoes, other fresh vegetables, and petroleum and 
petroleum products. 

“Commodities for which a decrease is estimated totaled 24 
as follows: 


Grain; flour, meal and other mill products; hay, straw and alfalfa; 
cotton; cotton seed and products except oil; live stock; coal and coke; 
poultry and dairy products; ore and concentrates; gravel, sand and 
stone; salt; lumber and forest products; sugar, syrup and molasses; 
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May 16j/May 25}June 17| June 22] June 26] June 30] July : 
May 26/June 5SjJune 28|July 3}jJuly 6jJuly 10jJuly 1 
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ALL 33,000 TONS IN SIZE | 3 oy AS 


S.S. CALIFORNIA S.S. VIRGINIA 
S.S. PENNSYLVANIA 


Itinerary: New York-Havana- Panama Canal-Balboa- 
San Diego (Westbound)-Los Angeles-San Francisco. 
Regular fortnightly sailings. 13 Days Coast-to-Coast in 


either direction. Thoroughly modern freight facilities SAY IT WITH SERVICE 


and refrigerated storage. Luxurious Passenger accom- 
modations. Special garage decks for carrying 


VIA 
automobiles uncrated as baggage. 
Proposed Sailing Dates CALMAR LINE 


Westbound Eastbound For Information regarding rates, etc., apply to nearest office: 
from New York SromSanFrancisco—*Los Angeles 


- e 
Virginia ...July 11; Aug. 22 California ..July 18; Aug. 29 C | t 
Pennsylvania . July 25; Sept. 5 Virginia ...Aug. 1; Sept. 12 a mar eams Ip orpora on 
California ..Aug. 8; Sept.19 Pennsylvania Aug. 15; Sept. 26 

and fortnightly thereafter MOORE & MoCORMACK og! ‘aaa AGTS. SWAYNE AND HOYT, INC., AGTS. 


* from Los Angeles 2nd day following Baltimore, Md., 15 8. Gay & Los Angeles, Cal., 63! Central Bidg. 
— — Mish. SS. Dearborn’ st Bk. Bids. O8Kland, Cal., ist and Market Sts. 
} nag York. \N . Y., & Broadway Portiand, Ore., 911 Bd. ef Trade Bldg. 


e447 Cd Philadelphia, Pa.. Bourse Bidg. San Francisco, Cal., 240 Frent St. 
OCOnoma Ocs [[ bg ne Pittsburgh, Pa., Oliver Bidg. Seattle, Wash., 1519 Railroad Ave., South 
R lar Pier 
* ALL NEW STEAMERS »* Liv =" Catron 


INTERNATIONAL MERCANTILE MARINE COMPANY Baltimore—Pler 7, Western Md. Ry., Port 4 Angiiee—t00-0, Terateat Island 


Pier 61 North River, New York City 1Broadway, New York City Covingten Portland, Ore.—No. | Oceanie Terminal 
(West 23rd St.) Tel. CHelsea 3-6760 Tel. Digby 4-5800 Philadelphia—Pier 27-N, Reading Co. San Franoisco—Pier No. 48-B 
Chicago, 180 N. Michigan Ave. Boston, 84 State St. Seattie—Atiantic Dock Terminal 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Commerce Bldg. 
San Francisco, 311 California St. Los Angeles. Central Bldg. 








(Subject to change without notice) 
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“Care in handling’ 


The Distribution of ree 


In this year of strenuous effort to give the customer what he wants just 
when and how he wants it—consider the convenience and economy that 


is available through the use of this modern, mechanically equipped terminal 
which is set in the center of a tremendous market. Shipments come to us 
and go out by barge, rail, or truck, or we will store them for future dis- 















tribution. 
H H H No matter by what means your shipments come 
2 
PLLINOES: Distribution to us or by what transportation, or when they leave, a 
ete ra : they are handled only twice—first when they are m: fF 
orwaraing 
oe oe S f 0 - - skids .~ # - aoe — ta ee 
‘ ee outbound they ere taken off and stowed in the ye 
torage ° barge, car or truck. ees 
General We would like to tell you more about our 


operation and rates—drop us a line. 


MEAD JOHNSON 
TERMINAL CORPORATION 


J. D. Beeler, V. Pres. and Gen'l Mar. 
1830 West Ohio Street Se 


Evansville, Ind. 


Merchandise 


NATO REL EIGES PLE IF 


S.NLONG 
WAREHOUSE -**= 


SAINT LOUIS, MISSOURI 


debeemids 


cence ERIM. 
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New 
acific 
ort! 


A new port, 90 miles inland, in the center of 
California's great valley, will join the ranks of the 
other busy ports of the Pacific, with the comple- 
tion in 1933 of the PORT OF STOCKTON! 





The logical distribution point of the great western 
territory, the PORT OF STOCKTON, is served 
by three transcontinental railways, has the advan- 
tage of low power rates, water, fuel, mineral and 
farm products produced in the immediate vicinity. 
Write for further information about this newest 
Port of the Pacific. 


Chamber of Commerce 


Director-of-the-Port 


STOCKTON, CALIFORNIA 
i am 
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iron and steel; machinery and boilers; cement; lime and plaster; brick 
and clay products; agricultural implements and vehicles other than 
automobiles; automobiles, trucks and parts; paper, paperboard and 
prepared roofing; fertilizers of all kinds; canned goods, and chemicals 
and explosives. 


“The estimate in detail as to what transportation require- 
ments are anticipated for the various commodities in the third 
quarter of 1931 compared with the same period in 1930 follows: 


——Carloadings——\, Estimated 





Actual Estimated ——Per Cent of——\ 

Commodity 1930 1931 Increase Decrease 
NE Paar re 509,650 492,745 wean 3. 
Flour, meal and other mill 

DEE ccctndseces suse 243,392 234,441 3.7 
Hay, straw and alfalfa....... 73,279 68,066 ee Tok 
NEE cinreinia cima vuiemeneen earns 55,267 49,892 peas 9.7 
Cotton seed and products, ex- 

Se errr rere 35,796 . 6.6 
PIO hv.0rs0 05006 0000005 21,191 40.6 ee 
Other fresh fruits.... 169,789 8.4 withes 
PIE ere 67,855 8.2 aie 
Other fresh vegetables....... 73,355 75,288 2.6 oe 
NS. eee 294,205 287,640 5 2.2 
Poultry and dairy products... 35,991 34,442 4.3 
eS ee ere 2,093,797 1,921,199 8.2 
Ore and concentrates......... 738,195 531,463 28.0 
Gravel, sand and stone...... 886,069 780,268 11.9 
rr 32,427 30,777 5.1 
Lumber and forest products.. 591,358 521,234 11.9 
Petroleum and petroleum 

en a eee 649,945 650,693 B | ee 
Sugar, syrup and molasses... 51,626 49,010 seine 5.1 
a eee 371,465 317,440 14.5 
Machinery and boilers........ 44,571 35,816 19.6 
SEEEE. Sc ciGinnwsadan sed sceaer 242,390 212,526 12.3 
Brick and clay .products..... 124,109 101,856 17.9 
EAMO QUA PIBBUEL, 22 ..0.0:060:00:0: 44,636 40,943 8.3 
Agricultural implements and 

vehicles, other than auto- 

DEM - 66 dansuhdaacwe ses 17,697 10,323 41.7 
Automobiles, trucks and parts 127,150 123,857 2.6 
Fertilizers, all kinds......... 65,249 54,317 16.8 
Paper, paperboard and pre- 

BOTOE TOOENE 6¢<.00002006 88,390 86,699 1.9 
Chemicals and explosives.... 24,758 23,311 5.8 
Canned goods—all canned food 

products (includes catsup, 

jams, jellies, olives, 

pickles, preserves, etc.)... 55,313 53,309 3.6 

Total for all commodities.7,807,037  * 7,082,186 : 9.3 


QUESTIONS AND ANSWERS 


(Continued from page 38) 
shipper who waives the limitation period has it within his power 
to protect himself from discrimination by pleading the limitation 
provision. This is not true, however, where the power to plead 
or waive the period of limitation lies with the carrier. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period June 
15-22, inclusive, was 628,554, as compared with 626,050 cars the 
preceding period, according to the car service division of the 
American Railway Association. It was made up as follows: 


Box, 278,331; ventilated box, 3,279; auto and furniture, 44,047; 
total box, 325,657; flat, 20,592; gondola, 129,290; hopper, 103,440; total 
coal, 232,730; coke, 737; S. D. stock, 26,013; D. D. stock, 4,947; re- 
frigerator, 15,362; tank, 636; miscellaneous, 1,880. 


Canadian roads reported a surplus of 39,705 cars, made up 
of 34,500 box, 350 ventilated box, 1,500 auto and furniture, 200 
flat, 100 gondola, 525 S. D. stock, 1,900 refrigerator and 630 mis- 
cellaneous cars. 


TRAINLOAD OF REDWOOD 


The “Redwood Empire Special,” a solid trainload of 100 
cars, the largest shipment of redwood lumber ever made, will 
come into Chicago July 7, over the Chicago & North Western 
Railway, H. W. Beyers, vice-president traffic of the road, an- 
nounces. 

“Starting from Sacramento on July 1, the train will have the 
official send-off of Governor James Rolph, Jr., of California, to 
speed it on its way—a train offering visual proof of revival in 
the building industry,” Mr. Beyers said. “There will be 125 
cars on the train when it starts, 25 of which will have been 
set out before the train reaches Proviso Yards. Thirty more 
of the cars are assigned to dealers in the Chicago territory, 
while 70 of the cars will go forward to eastern points.” 


MO. PAC. ELEVATORS AT KANSAS CITY 

With one new elevator of two and one-half million bushels’ 
capacity virtually completed and with work started on a two 
and one-quarter million bushel addition to another, the Missouri 
Pacific Lines will have total storage space in Kansas City for 
8,330,000 bushels of wheat in its three elevators, before the 
close of the present harvest season, H. L. Traber, executive 
general agent, says. 
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The Tees Wet ences 


DIRECTORY OF ATTORNEYS AT LAW PRACTICING 


BEFORE THE INTERSTATE COMMERCE COMMISSION 
H. D. DRISCOLL JOHN C. FOSTER PAYSOFF TINKOFF 


Co Co " ATTORNEY AT LAW 
unse pane: ses 

~~ — ATTORNEY AT LAW euene ouneil ties ones 
—_ 720 Shepherd St. N. W. SPECIALIZING 


Cette Galen, Tite, Cites Washingten, D. C. INTERSTATE COMMERCE CLAIMS 


Oklahoma City Office: Specializing in Interstate Commerce and uD— 
709-10 Cetten-Grain Exchange Building Federal Departmental Practice ee BUELDERY FEDERAL TAXE a aic 200. HA. 


HARRY C. AMES THOMAS L. PHILIPS WARREN H. WAGNER 


ATTORNEY AT LAW ATTORNEY AT LAW ATTORNEY AT LAW 
oe te Keene & Ames Especial attention te matters before Inter- 


seas sania spate —— and Federal seats Cemmis- | Investment Building, Washington, D. C. 
Interstate Gas Nn nm PRACTICE IN ALL COURTS Fermerly Assistant Chief Examiner 


Transportation Bldg., Washington, D. C. | Liberty Central Trust Ce. Bldg., ST. LOUIS, MO. Interstate Commerce Commission 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC, 
COMMERCE AND VALUATION EXPERTS AND SPECIALISTS 


HENRY J. SAUNDERS | BISHOP & BAHLER T. D. GEOGHEGAN 


Incorporated Sept. 16, 1914 
CONSULTING ENGINEER TRAFFIC MANAGERS COMMERCE SPECIALIST 
Cest and Statistical Analyses—Matters Relating Interstate pm. ay a gg Be ay Cases Matters Before State and Federal 


te Rates—Censelidatiens and Valuatiens E. W. HOLLINGSWORTH Commissions and Departments 


643 TRANSPORTATION BLDG. am Gan tend, dee TEANSPORTATION BUILDING 


Calif. 
WASHINGTON, D. 6. ee oan NS ee ae WASHINGTON, D. €. 


YOUR ANNOUNCEMENT | You can reach Traffic World| JEROME E. LANE 


d ch Engineer-Accountant 
in this directory for 52 consecutive FORGEES 68 bas ae tie ‘an yp aa 


issues will cost less than first class Through the use of an advertise- a 

postage to mail o clagle comment ment in this space at the small Peri Wand Mis oe Ste 
expense of about one-fortieth of Speciallet on Raliroad 

cation to each one of our readers. a cent per subscriber. Revictoret Peerage ane and Valuations 


UNITED FRUIT a 


LEONARD’S GUIDE 
<(e > Steamship Service <g fos 


FREIGHT, EXPRESS, PARCEL POST 
General Offices: One Federal St., Seen! Mass. 


Rates and Routing © ann in One Book! 
G. . BR. 1 ‘Leonard « & Co. 
FREIGHT AND PASSENGER SERVICE 
Between 


New York New Orleans 
Boston and San Francisco 


and 


Cuba, Jamaica, Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, Mexico, Nicaragua, Salvador. 
Weekly service with transhipment at Cristobal (Canal Zone) 
to West Coast Ports of Central America, South America 
and Mexico at differential rates. Through bills of lading 
to all points. 

Shipments to El Salvador handled expeditiously via Puerto 
Barrios, Guatemala, and the International Railways of Cen- 
tral America. 


For rates and other information address: 
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TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, | MISSOURI 
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FREIGHT TRAFFIC DEPARTMENT LOCATED TO RENDER 
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~ July 14—Washington, D._C.—Examiner Boat: 
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DOCKET OF THE COMMISSION 


July 8—St.. Louis, Mo.—Examiner Rogers: 
22455—In the matter of reciprocity in purchasing and routing. (This 


The Traffic World 


hearing will be devoted principally to matters involving Mo, Pac. 


Rn. Ki, M.-m.-2. EB, R,, Wab. Ry., and St. L.-S. F. Ry.) 
July 8—Argument at. Washington, D. C.: 
— oa Carolina. Asparagus~ Growers’ Assn. vs. Southern Ry: 
et a 
= ee O’Meara & Cut Stone Contractors of Washington, 


ft 


iome 


C., vs. B.. & O..R. R. et al. ~ 


July 9—Brooklyn,. N. Y:—Examiners Steer & Paulson: 
22824—-State of N. J. vs. N. Y. C. R. R. et . 
23040—N. J. Traffic Advisory Committee vs. N. Y. C. R. R. et al. 
"Eee of Boston-et al. vs. N. Y. C. R. R. et al. (adjourned 
earing 


July 9—Argument at Washington, D. C.: 


20455—Gordtn Candy Co. et al>vs. A. C. L. R. R. et al. (and cases 


grouped theresgvith). 


23424—E. H:.:Milton & Sons et al. vs. A. & S. R. R. et al. (and, 


cases grouped. therewith). 

“_ 10—Riehmaend, Va.—State Corporation Commission of Virginia: 
a No. 8754—Application A. C. L.-R. R. for authority to aban-. 
don line of railroad im Dinwiddie county, Va. 


“ 10—Afgument at Washington, D. C.: 
957—Edwafd: Bowenkamp et al. vs. B. & O. R. R. et al. 
23291—Youngstown Sheet & Tube Co. vs. B.. & O. R. R. et al. 

23384 (ayid “Sub. 1-td 10>incl.)\—Malden Ice Manufacturing Co. et al. 

vs. Cx & E. 1. Ry. -et al. 

a {and “Sub. “1)—Artesian “Ice & Cold Storage Co. vs. St. J. & 
if S-Ry.-et al. 
” Saty i Washington, D. C.—Examiner Disque: 


> -23986-—Georgia ‘& Florida R..R.; and W. V. Griffin and H. W. Purvis, 


Teceivers, et.al. vs. A.C. L. R. R. et al. 


Fourth- Sectfon App. Nos. 4309 et al.—Classes and commodities= 
z from,-:to«and betweeén--points-in southern territory. 
- Fourth. Section Application No. 14244, filed by W. S. Curlett. 
Fourth-Se¢tion Application No. 14256, filed by W. S. Curlett. 
Eourth Section Application No. 2456 of St. L.-S. F. Ry. 


ra 2 eccla Application” No. 14360 of F. L. Speiden. 





on MO. PAC. DOUBLE TRACKING 


ak proximately $2, 275,000 “has been expended this year by = 
a ssouri - Pacific if bringing to completion its project of 
double: tracking its-main line west out of St. Louis to Cole 
n,-Mo:, a distance of 126.2 miles, L. W. Baldwin, presi- 
t:--of the railroad, says. The project, entailing a total ex- 
pestditure of $250,000,000, has been carried on without interrup- 
tidagince the spring of 1925, and now is finished except for a- 
$heft Stretch through two tunnels on the western outskirts of: 
Str Eohis. 


Fe 





EP A COMPLETE RECORD OF YOUR CARS on these im- 
pro dad car record sheets. One for inbound ipments, one for out-~ 
bound: Date ordered, kind, length, placed, car furnished, released, 
cdmmodity, weight, consignee, destination, routing, pro. no., freight 
paid, service, average agreement. Send for samples and description 
of binder. * The Traffic World, 418 South Market St., Chicago, IIl. 





Southern Steamship Company 


(Pioneer “Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 
SAILINGS: . 
From Philadelphia . . Wednesdays atid Saturdays 
From Houston ...... Mondays and Thursdays 
Quick Dispatch Thru Package Cars 


GENERAL OFFICES: > 
1360-Broad Street Station Bldg., PHILADELPHIA, PA. 
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NEW COMPLAINTS. FILED 


No. 23093. Sub. No. 18. A. W. Wendt, Staplehurst, Neb., et al. vs. 
A. T. & S. F. et al. 

Rates and charges in violation sections 2 and 3, gasoline and 
Other petroleum products, points in Oklahoma, Kansas and Mis- 
souri, to points in Nebraska and Wyoming. Receivers of gasoline 
at Kimball, Sidney, Bushnell and Oshkosh, Neb., and other points 
preferred. Ask rates and. reparation. : 


No. ei Sub. No. 5. Leader Iron Works, Inc., 
et al. 

Unreasonable rates, set-up steel tanks, Decatur, Ill., to Saginaw, 
Mich. Ask rule which will not penalize shipper because of car- 
riers’ failure to furnish size of cars ordered, and reparation. 

No. 24392. Sub. No. 1. E. J. Woodison Co. et al., Detroit, Mich., vs. 
B. & O. et al. 

Rates in vjolation sections 1 and 6, coal tar pitch, Detroit, Mich., 
Buffalo, N. Y., Cleveland, O., Hartford, Conn., Philadelphia, Pa., 
Milwaukee, Wis., and Chicago, Ill., to points in official classifica- 
tion territory. Ask rates and reparation. 


No. 24458, Sub. No. 2. Schlesser Brothers, Kenton (Portland), Ore., 
.,.C. M. Bt. ©. & PR. St at, 

Rates in violation sections 1 and 3, range horses and mules for 
slaughter, points in Montana to Kenton, Ore, Asks rates no higher 
than on ordinary cattle, and reparation. 

No. 24512. Idaho Potato Dealers’ Association, Idaho Falls, Ida., vs. 
A. & R. et al. 

Unreasonable rate, potatoes, points in Idaho and Greeley, Colo., 
to Cairo, Ill., and points in Ala., Conn., Fla., Ga., Ind., Ky., Md., 
Penes., MCR... Pi. Fin Dis Day, Os Bay De Cy, O, Fa, me L, &. C., 
Tenn., Va., W. Va. and D. C. Asks rates and reparation. 

No. 24513. Sonken-Galamba Corporation, Kansas City, Kan., vs. A. 
2. & &. F.. ot al. 

Rates and charges in violation sections 1 and 6, scrap iron and/or 
scrap steel, to Kansas City, Mo.-Kan., from points in Kan., Okla., 
Ark, and Mo. Asks rates and reparation. 

No. 24514. The Prairie Pipe Line Co., Independence, Kan., vs. A. T. 
& S. F. et al. 

Unreasonable rates, iron and steel pipe, Huffman, Tex., to 
Wewoka, Okla., and from Eureka, Florence, Hilford, Olpe, Tank 
Farm Spur, Towanda and Virgil, Kan., and from Bowie, Hensley 
and Tiffin, Tex., to Maud and Panova, Okla. Asks rates and 
reparation. 

Ex Parte No. 103. In the matter of proposed increases in freight rates 
and charges. 

This is proceeding instituted by Commission as result of car- 
riers’ petition for 15 per cent increase. Ex Parte No. 103 will take 
the place of Docket No. 24520, which number will be used for an- 
other complaint case. 

No. os Wm. E. Jordon & Brother, Brooklyn, N. Y., vs. C. of N. J. 
et al. 

Unreasonable charges, low grade oils, between points in N. J., 
Conn., £a., Ky., W. Va., Mass., N. Y., O., Md., Mo., and ii. 
Asks cease and desist order and reparation. 

No. 24516. Keokuk Traffic Association, Keokuk, Ia., vs. A. T. & S. F. 
et al. 

Rates and charges in violation, sections 1, 3 and 13, iron and 
steel articles, points in Illinois, to Keokuk, Ia. Sellers of iron and 
steel articles at Quincy and various points in Illinois preferred. 
Ask rates. 

No. 24517. Oliver Loser et al., doing business as Oliver Loser Oil 
Co., Monte Vista, Colo., vs. A. T. & S. F. et al. 

Unreasonable charges, petroleum products, Enid, Okla., to Monte 
Vista and Center, Colo. Ask reparation. 

No. 24518. Griffin Grocery Co., Griffin, Ga., vs. C. of G. et al. 

Unreasonable rate, potatoes, Grand Bay, Ala., to Griffin, Ga. 
Asks reparation. 


Decatur, IIl., vs. I. C. 


FEDERAL AID FOR HIGHWAYS 


The White House, July 3, made public a statement showing 
the extent of federal aid for highway improvements. It said 
that, in response to the President’s request, the federal Bureau 
of Roads had completed a canvass of the whole roads program 
of the country, with a view to determining the volume of con- 
struction in the current calendar year in its relation to employ- 
ment. 

“This inquiry,” continued the statement, ‘reveals that fed- 
eral aid for 1931 is $259,897,000, as compared with $105,648,000 
for 1930, an increased federal program of $154,249,000. It shows 
as well that expenditures during the year 1931 for federal aid, 
state and local roads combined, will be $1,616,000,000, as com- 
pared with an expenditure of $1,601,000,000 for the calendar 
year 1930, an increase of $15,000,000.” 

As to state programs, the statement said that some states 
had increased their expenditures in 1931 over 1930, while others 
had made decreases. The figures set forth in the statement 
show that the federal government is bearing the greater part 
of the increase in expenditures in 1931. 
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“The Right Way to Ship” 
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SUPERIOR SERVICE 


TO AND FROM 





LOS ANGELES 
OAKLAND 
PORTLAND 
SALT LAKE CITY 
SAN FRANCISCO 
SEATTLE 
SPOKANE 


And All Other Pacific Coast Cities 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 





















PHILADELPHIA 
TIDEWATER 
TERMINALS 









G. M. RICHARDSON 
General Manager and Treasurer 
10 CHESTNUT STREET 
PHILADELPHIA, PA. 





















AT SMALL COST 
FOR SHIPPERS &- DISTRIBUTORS 


These great deep-water terminals 
offer facilities to the merchant ma- 
rine, shippers and consignees of 
export and import cargoes never be- 
fore available in this country. Mod- 
ern buildings, equipped with the 
most up-to-date machinery for the 


handling of bulk and packaged car- 
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P ATLANTIC TIDEWATER TERMINALS goes, offer the utmost in safety and NORFOLK TIDEWATER TERMINALS 
eorge - Green, Vice-President and General Manager : . ; in- J. A. Moore, Manager 
of a tg ey security with the lowest possible in mae te 


surance rates. Centralized adminis- 
tration, under a management special- 
izing in terminal and warehouse op- 
erations, provides a uniform high 
standard of service to all patrons. 
There is direct rail transfer except 
in New York, where the terminal is 
located within the free lighterage 
limits. 3 
KEYSTONE WAREHOUSE COMPANY — MERCHANTS WAREHOUSE COMPANY 
Malcolm A. Buckey, Assistant Treasurer 


W. J. Bishop, General Superintendent 
Seneca and Hamburg Streets, Buffalo, N. Y. ene’ Pave pe dd gy ng Manager 10 Chestnut Street, Philadelphia, Pa. 





at Pann A — Oe oe Oe 8 er te 

W.B.MCKINNEY Secretary & Treasurer -/ 

BROAD STREET STATION BUILDING 
PHILADELPHIA, 
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Two Square Miles 
of the Fifty 


This illustration 
shows part of the 
industrial devel- 
opment at Clear- 
ing and the resi- 
dential section 
adjoining. A 
portion of the 
B. R. C. Clearing 
Transfer shows 
at the left. 


The BELT RAILWAY COMPANY 


General Traffic and Industrial Manager Telephone Harrison 3684 Traffic and Industrial Manager 
Dearborn Station, Chicago 
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Attractive, readily accessible industrial property to an 
extent of over fifty square miles borders the line of the 
Belt Railway Company of Chicago. There is still acre 
after acre of this most desirable property available. 
Prairie land that sold at reasonable prices yesterday, 
today is valuable factory sites. Three hundred and fifty- 
two industries used “trunk line service” to all America 
by way of the Belt Railway Company of Chicago and its twenty-five con- 
necting trunk lines in 1929; twenty years ago there were but ninety-eight. 


By our service we are judged and our industries—and we—profit. Ask any 
of the industries that we serve. 

There are attractive homesites wherever our industries group. They have 
all of the attractions of the nearby city, but in many cases the advantages 
of a country location. All locations on the B. R. C.’s twenty-five miles 
benefit by the speed and safety of “trunk line” service to everywhere—at 
Chicago rates. 


Our maps tell the story—they are sent on request. 


of CHICAGO 


Industrial Department 
F. J. WASSON J. H. BROWN 


Dearborn Station, Chicago 
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FUTURE MARKET 


Everyone knows that to ship merchandise consigned to the Orient via Seattle 
means to SAVE DOLLARS FOR BOTH SHIPPER AND CUSTOMER. 
Everyone knows that Seattle is days closer to those vast Oriental markets. Those 
facts were laid down when the world was young... advantages that WERE 
GIVEN to Seattle. They are Seattle’s heritage. i 
















There are still shippers and manufacturers, however, who do not 
realize the vastness of Oriental trade . . . who do not as yet know 
that there are 500,000,000 people in the Orient. Those people need 
and desire American merchandise and American manufacturers 
profit by their trade. The Oriental people have money. They will 
buy your merchandise at a profit to you. 


Courtesy and friendliness, not to mention “good business,” demand that you ship 
your goods the cheapest possible way . . . it will assure you of better trade rela- 
tions for the future. Seattle is by odds the most economical shipping point for ) 
Oriental shipments. Ship VIA SEATTLE! 


Write to Port of Seattle, Bell Street ie 
Terminal, Seattle, U. S. A., for free : 
information about the $10,000,000 port 
facilities. Also regarding the Orient. 






SHIP VIA NEAREST AMERICAN PORT TO THE ORIENT __ 


SHORT ROUTE 
wo 


SHIPPING 
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This Booklet 
Shows Howto 


SPEED UP 
BRITISH 
SALES... 
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No matter what the transportation, warehousing and 
distribution requirements of your British trade may 
be, the L. M. S. PLAN meets them. Our new book- 
let “Distribution” gives proof of this fact. Every 
export executive will find the information it contains 
extremely valuable. 


New facts . . . latest statistics . . . up-to-the-minute 
transportation developments. 


A fascinating story of L. M. S$.—the largest railway 
system in Great Britain. An explanation of the 


unique service arrangement which makes it possible 
for you TO USE AS YOUR OWN the 350 ware- 
houses which are placed in "key" positions along 
L. M. S. transportation lines. A detailed descrip- 
tion of the revolutionary store-door motor delivery 
which assures you of adequate, immediate distribu- 
tion at minimum overhead. 


Get your Free copy of ‘‘Distribution” now. There 
is an answer to an export problem on every page. 
Your name on your company letterhead brings this 
booklet to you .. . by return mail 


London, Midland & Scottish Railway of G. B. 





LONDON, MIDLAND & SCOTTISH CORPORATION 
Thomas A. Moffet, Vice President - Freight Traffic 


1 Broadway, New York City 
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SERVICE 


The Only Direct Barge Line 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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Substantial saving in freight rates via all-water 
route without any transshipment. 


Our service extends also to and from western lake 
points as far as Chicago and Duluth by trans- 
shipment at Buffalo. 


700 gross tons constitute average barge load. 


Barges move in fleets of four with approximate 
total capacity of 2800 gross tons. 


Our boats are especially adapted to quick handling 
of bulk commodities. 





Average running time, from Lake Erie ports to 
New York, 12 days. 

Our service is reliable and offers shippers the expe- 
rience of 9 years’ successful operation in this field. 
Barges always available for prompt loading at 
Cleveland, Toledo, Detroit and Buffalo. 

Cargo received on board alongside dock at lake 
ports and delivered to alongside steamers or con- 
signees’ dock in the port of New York. 

Cargo also received for safe ports on Long Island 
Sound. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


21 West Street, New York, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


MEMBERS: 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 





TELEPHONE 
WHitehall 4-0420 
BONDED CARRIER 
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Super-power electric 


a any ee Oe eee 


and oil-burning loco- 
motives assure utmost 
dispatch in freight ship- 


ments on the » » » » 


A. J. Dickinson 
Passenger Traffic Manager 


St. Paul, Minn. « « Great Northern between Saint Paul, 


P. H. Burnham 
Western Traffic Manager 


a Minneapolis, Duluth, Spokane, Portland, 
General eg + 


alae, Klamath Falls, Seattle, Tacoma and inter- 
Asst. ‘Genaek samen 


Agent 


Seattle, Wash. mediate points. Through merchandise 


H. G. Dow 
Eastern Traffic Manager 


ater hy. cars to and from Pacific Northwest. 


T. J. Shea 
Asst. General Freight Agt. 


7 Spend your vacation at Glacier National 


ap hla ey ainsi. 


FER. 


Park on the main line of the— 


GREAT NORTHERN RAILWAY 
ROUTE OF THE FAMOUS EMPIRE BUILDER 
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What TF ‘DistRIBUTION 


—_- writers tell us that business faces a 
“Distribution Crisis’. 


—that America has ‘“‘gone mechanical” so fast 
that now there are more goods than buyers. 


—that Production had better get into low gear 
until the Sales Department, with some new mir- 
acle, catches up. 


But if this means some new form of high-pressure 
salesmanship — some varied form of forced 
selling—why, then, “Good Lord, deliver us!” 


For that isn’t Distribution! And it isn’t the answer. 


“ 7 “ “ “ 


Webster says “distribute” means to ‘‘deal out, 
allot, or divide’. 


To do these things, commercially, you must have 
people who will deal. “‘People’’ is the key to the 
whole problem.——People whom you can reach! 


There are people enough, with needs enough, and 
money enough, to buy everything you make. Pro- 
vided, you are near enough to get your goods 
to those people quickly, when they want them, 
without overpowering markups for long hauls, 
sales, and service. 


ST.LOUIS 


Annecy? 


It all comes down to this: “Where are you?” 
Are your Distribution Points so strategically 
located that you are in the center of your market 
with your customers all around you? 


Or are you, geographically, off in a corner, with 
your fastest growing markets far away? Or does 
your nearby map include thousands of waste and 
barren miles of blockading lake or ocean? 


“ *% “ ™ “ 


St. Louis, as a Distributing Location, can solve 
many a serious selling problem. If your conditions 
call for one central manufacturing point, here is 
the one central manufacturing city of all the 
country. From here, two-thirds the whole United 
States is reached quickest and cheapest. 


If your set-up demands branches, warehouses, or 
divisional headquarters, think of the fifty million 
people massed in the immediate 500-mile St. Louis 
Circle! People—-consumers innumerable— 
served most advantageously from this natural 
key to commerce. 


Some enlightening facts, pregnant with possibilities 
for you, are disclosed in a new booklet, ‘Merchandise 
Distribution from St. Louis’’. Write for a copy! 


509 Locust Street » » St. Louis, Mo. 
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